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PREFACE

In July, 1961, the Campus Planning Committee appointed a subcommit-

tee consisting of the Institutional Planner, Chairman, the Director

of Physical Plant and the Director of Protection and Security to in-

vestigate the problems arising from increased automobile ownership

and automobile use by the student body on the Madison Cempui, and to

recommend solutions to these problems.

In its initial two meetings the subcommittee unanimously felt that the

problem of student cars was an integral part of the total problem of

vehicular and pedestrian movement on the Campus and its vicinity and

that no intelligent solutions could be found to any individual problem

without a comprehensive analysis and plan incorporating all'elements.

In view of the complexity of such an analysis the chairman of the sub-

committee decided that thellniversity's planning staff would undertake

a study and prepare a staff report to the subcommittee before futher

meetings were held. It was felt that the subcommittee timid then be

in a position to continue its task and report 'back to the parent

committee.

Upon completion of the staff report, the subcommittee reviewed its

recommendations and solicited additional comments from those members

of the University's staff who would be most affected by the proposals

contained in the report. Consequently, the report reflects the thinking

of many groups and indf-iiduals. However, the subcommittee on Cars on

CampUs accepts full responsibility for the report and its recommenda-

tions,



INTRODUCTION

The Sketch Plan for the development of the University's Madison Campag.

adopted in March of 1959, established general policies regarding circu-

lation and parking. These are:

"The guiding principles in the development of the circulation pat-

tern on the campus and its vicinity should be the elimination of

pedestrian and vehicular conflict, the elimination of excess vehi-

cular travel an campus, and the concentration of parking to peri-

pheral areas, and a restriction of"intra-city through traffic, as

much as possible, to University Avenue, Regent Street, Park Street

and Breese Terrace, as indicated on the Sketch Plan Study Map

DEVELOPMENT PLAN, October 1958."

"A system of both formal and informal green spaces, pedestrian

greenways and wooded areas in addition to athletic fields, should

be provided in the general manner shown on the Sketch Plan Study

Map 6, DEVELOPMENT PLAN, October 1958."

These policies were based on certain growth assumptions, planning

objectives and principles. The most important of these, with respect

to circulation and parking were:

"To insure that the University does not spread unnoceisariiy, a

University should express itself as an entity by means of a co-

ordinated and coherent layout which results in efficiency Of

movement and use of space."

"To use the principle of functional distribution of activities,

i.e., related functions of the University should be grouped to-

gether in the most efficient manner."

"To reserve sites within the development area close to existing

1.



groups of buildings to allow local expansion of already est4b-

xit'led departments and functional groupings. "

"To develop density standards of use for various areas of the

campus, densities determined by frequency and intensity of use

per facility."

"To minimize conflict between pedestrian and vehicular circus Lion,

to eliminate excess vehicular travel on the campus and to develop

a separated protected pedestrian system of traffic."

"To develop adequate parking facilities so located as to be non -

sistent with a safe and effective circulation system."

It is from these general statements of physical growth objectives, estab-

lished early in the process of planning for the Madison Campus, that the

more detailed development policies, plans and implementation programs

emerge in a logical manner.

Although the Sketch, Plan has been the basic simrce of reference for de-

velopment decisions since its adoption, the planning staff has been In-

volved in a continuous process of fact finding and special studies leedIng

towards the formulation of a long range development plan. The findings

and recommendations of this report should be considered the first document

in a series of refined studies and plans. Other reports will deal with

land use and density, campus environment, housing, recreation, etc.

2
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THE PROBLEM AND THE RECOMMENDED APPROACH TO ITS SOLUTION

The March 1. 1959, edition of the New York Times Book Review carried

a review of Wilfred Owen's book Cities in the Motor Age. The re-

view was entitled; "Can We Be Motorized, Urbanized and Yet Civilised?"

Neither Owan nor the reviewer (John Keats) could answer the question

with any certainty.' However, the question points to one of the

central issues confronting contemporary society; what role shall the

automobile play in an urban society and what priority shall we as-

sign to the facilities required to accommodate moving and standing

motor vehicles in planning our total urban environment?

A large university campus, such as the University of Wisconsin casr

pus at Madison, is an urban environment, a city in its own right,

although it is an integral part of a larger urban center. It is

composed of facilities housing a great variety of activities: in-.

structional research, housing, recreation, entertainment and social

activities are all a part of campus life. The University city also

has systeml of streets and utilities, a police force and maintenance

crews, and an administrative structure which allows for the expression

of individual opinion as well as group activity in the decision mak-

ing progress.

Thus the campus reflects, iu its scope of activities and in its

systems structure, the mother city of which it is a part. It is,

therefore, only too logical that university cities have shown the

same inability to cope with their traffic problems as have cities

in general. Wilbur C. Smith states in his study Access and Park-

Inajor Institutionst2
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"The field of access and terminal facilities at institutions

is one in which little study and research has been done. This

may be due 0 the fact that the problem is a relatively new one

for most institutions, and some smaller institutions have no prob-

lems.. Another reason is perhaps the attitude of govetning bodies

of :institutions. Some have recognized that the transportation

of employees and students is a matter of critical concern; some

have winked at the matter; still other have closed both eyes,

declaring that the car has no place on the preMisea and hoping

in time the problem will solve itself."

Another recent study states:

"Increased ownership and use of automobiles since the end of

World War II have created parking problems in almost every city

In the United States. Colleges and universities, particularly

in medium-to-large cities, have shared these problems.

The size of student bodies, faculties, and non-teaching staffs

has increased rapidly in the past fifteen years. The automobile

has had even more impact on the university campus, however, than

on the central business districts of cities.

'Whereas use of automobiles by university faculty and staff has

probably grown about in the same proportion as with other types

of employed persons, student reliance on the automobile has

swept far beyond the predictions of pre-war campus planners. On

many campuses, more than one-half of the students now own or

have the use of automobiles. This fact can be attributed in part

to the griming number of students taking post-graduate work and

in part to the large number of married students.

4



The most important factors, however, are probably those relating

to changing social and economic conditions. The automobile is

40 /anger considered a luxury by many students, but a necessary

means of transportation. Many used the auto for commuting trips

to high school even before entering college.

While each university has a character of its own, many problems

posed by the automobile are surprisingly similar from campus to

campus. Planners are disturbed over conversion of green lawns

to parking lots as well as by the general clutter caused on

campus roadways. Neighbors are agitated over university-associ-

ated cars parking in front of their homes. Faculty and staff

sometimes look upon availability of convenient parking space as

a fringe benefit in considering a job offer. Students object

to parking fees but persist in driving to class. An important

problem is to accommodate the cars of visiting lecturers and

industrial clients of the schools' research facilities. Another

growing activity which attracts large numbers of'car-driving

visitors is the sponsorship of two-day to two-week seminars on

a great variety of subjects."

Despite geographic location, topographic features, and elongated shape,

circulation and parking problems at the University of Wisconsin's Nadir-

son Campus have not been too severe in the past. This can be attri-

buted to the fonowing:

1. With Ltka exception of the College of Engineering and the

Camp Randall athletic facilities, all, university activities

were concentrated north of University Avenue, which iethe
city's mit thoutoughfare to the west;
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2, About 807. of the student body resided within walking dis-
tance from the instructional core with heavy coni;entraticua
of student residences in the Langdon Street area to the
east and the Lakeshore Dormitories to the west, thereby'
eliminating the heavy north-south pedestrian movement which
would have had to cross University Avenue;

3. A significant number of faculty and staff are living in the
residential areas EnrroUndina the campus;

4. All bus lines of the Madison Bus Company run tangentt..1
to the main campus;

5. Two public, city operated parking lots are in convenient
locations near the heaviest visitor traffic generators of
tin University, the Memorial Union, the Memorial Library,
the State Historical Society Library and Museum and the

Wisconsin Center Building;

6. Modest on-street parking restrictions on streets surrounding
the campus;

7. The foresight to establish, tn 1956, a large peripheral
parking facility with shuttle bus service to the campm
and the success of this experimental venture.

However, the situation has been aggrevated to a great extent in

the past two years. The reasons are:

1. A more rapid growth in enrollments than projected;

2. A concomitant increase in faculty and staff;

3. The expansion of the campus south of University Avenue in-
creasing the amount of north -south traffic, both vehicular
and pedestrian; (The opening of new residence halls in the
Fall of 1963 and subsequent years, as well as the construction
of new instructional facilities, will greatly increase pedes-

trian and vehicular conflict on Johnson Street and University

Avenue.

4. The prolonged periods of time during which University Avenue

carries a,maximum traffic flow causing drivers to seek alter-

native routes (particularly Observatory Drive where rush hour
traffic volumes have increased over 807. from August 1950 to

August 1958) ;
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5. The loss of near-in private housing due to campus expansion

forcing students to seek housing beyond walking distance;

6.. The unavailability of suitable faculty and staff housing in

the vicinity of the campus resulting in a more scattered

housing pattern and an increase in pressure for faculty and

staff parking;

7. A general rise in car ownership and car usage;

8. The delay in construction of major public traffic improve-

ments in the area, e.g. University Avenue development and

the Lake Street parking ramp;

The elimination of parking facilities on the central campus

due to new building construction;

10. The recent increases in the use of bicycles aad motor scooters

an a means of campus transportation;

11. The increase in business service vehicles due to the increased

use of new, often complicated equipment, requiring continuous

service and maintenance by expert technicians;

12. Greatly expanded research activities generating increases in

visitor traffic of varying duration.

Because of the above factors it is mandatory that the University take

a new look at the total problem of traffic and parking on the Madison

Campus and that policies be established upon which to base the con-

trol and regulation of traffic on the campus. These policies should

be related to a planning philosophy reflecting the University's role

as an institution of higher learning. The University should, there-

fore, in attempting to solve its circulation problems,, recreate an

urban environment in which the motor vehicle is placed in a proper

role as a constructive machine serving man,
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THE UNIVERSITY RECOGNIZES THE I1VORTANCE OF Ti MOTOR VEHICLE

WHICH IS PREDOMINANT IN THE SYSTEMS OF MOVING PEOPLE AND GOODS-

IN A CONTEMPORARY SOCIETY. HOWEVER, THE 14010R VEHICLE IS ONLY

ONE OF SEVERAL MEANS OF TRANSPORTATION. IN THE SELECTION OF MODES

OF TRANSPORTATION, AND IN ESTABLISHING PRIORITIES AMONGST' THEM AS

WELL IN CONSIDERING OTHER PROBLEMS OF CAMPUS DEVELOPMENT, THE

UNIVERSITY SHOULD PLACE THE HIGHEST PRIORITY ON EXPRESSING IN. ITS

CAMPUS ENVIRONMENT ITS SINGULAR ROLE' AS AN INSTITUTION OF

POLICIES AND PLANS SHOULD REFLECT THIS ROLE AND THE .11V-

VIRONMENT OF THE CAMPUS SHOULD BECOME PART OF A TOTAL EDUCATIONAL

EXPERIENCE. STAIVICE TO STUDENTS, CONVENIMICE O1 FACULTY AND VISI-

TORS, AND PUBLIC RELATIONS MUST ALSO BE CONSIDERED. THE UNIVERSITVS

POLICIES WITH RESPECT TO CIRCULATION AND USE OF MOTOR VEHICLES

SHOULD BE DESIGNED ACCORDINGLY.

The following sections of this report are written in the spirit of the

above recommendations,
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CIRCULATION

1. Pedestrian Circulation

In the past, the main mode of circulation on the campus has been on
foot. Despite notions to the contrary, walking Is still the cheapest
and most efficient way of moving large numbers of people over short
distances in a situation where the origins and destinations form a
random pattern of criss-crossing desire lines* Although there are
certain distinct movement corridors on the campus, these Are pro-
nounced only during short periods of the day. In additions these
peaks do not occur uniformly during each day of the week and they
are also subject4to seasonal variations. Because of this random
traffic pattern , and short peaks of usage, it is assumed that
the basic mode of circtlation on the campus, particularUy in its
high density core Lower Campus, Bascom Hall, Medical Center and

Observatory Hill Areas - will be on foot. All other modes of trans-
portation, and the facilities systems accommodating then, must
therefore be considered and planned in distinct relationship to the
pedestrian walkway system.

POLICY NO. 2

THE BASIC MODE OF MOVING PEOPLE FROM ONE DESTINATION TO

ANOTHER ON THE MADISON CAMPUS, EXCEPT IN OUTLYING AREAS,

IS AND SHOULD =AIN BY PEDESTRIAN WALKWAYS, ALL OTHER

MODES Of ONCAMPUS CIRCULATION SHALL, THEREFORE, BE

PLANNED IN A COMPLEMENTARY RIDAMTBaNSHYP TO THE PEDES-

TRIAN WALKWAY SYSTEM.

At present, the main points of pedestrian-vehicular traffic con-
flict occur at Park Street at its intersections with State Street
and Langdon Street. Additional points of conflict exist at Uni-
versity Avenue, particularly at the non-signalized intersections
at Brooks Street, Charter Street and in front of the Mechanical
Engineering Building. On the Central Campus serious points of
conflict exist at Observatory Drive between Bascom Hall and the
Charter Street intersection, and at the intersection of Charter
Street and Linden Drive (Map 1).
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With the expansion of the campus south of University Avenue, north-
south pedestrian traffic crossing University Avenue will increase
greatly. There has also been a continuing increase in vehicular
traffic voluMes on Park Street due to Lower Campus development which
has further aggravated the situation. A new point of conflict will
develop at the intersection of Murray Street and University Avenue,
where Students' from the Southeast Dormintory Area will seek to cross
the Avenue on their way to and from the Memorial Library, the Union,
and other facilities on both the Lower Campus and the Eastern part
of the.Central Campus.

The proposed plan for the improvement of University Avenue will only
slightly improve the problem of pedestrians crossing the Avenue. One-
way traffic on both University Avenue and Johnson Street and additional
traffic signals at Babcock Drive, Lorch Street and Charter Street will
provide breaks in the flow of traffic to allow some pedestrian move-
ment. However, the best answer to the solution of the pedestrian-vehi-
cular conflict is the construction of grade separated pedestrian cross-
ings.

Fortunately, the topography on the Central Campus is rolling and there
are many places where substantial grade differentials exist along the
right-of-way of both University Avenue and Park Street. In the design
of 'pedestrian crossings advantage can be taken of these features and the
need for stairs (the main obstacle in the efficient use of elevated
pedestrian crossings) can be eliminated on one side of the overpass.
Also, -there are few University buildings either on the east side of
Park Street or on the South side of University Avenue, This adds to
the postibilities of developing a truly effective elevated pedestrian
crossing system. Several crossings can be tied In with the design of
new buildings, thus leading to an upper level pedestrian walkway sys-
tem in parts of the Lower Campus Area and in the expansion area south
of University Avenue.

The pedestrian-vehicular conflict areas on the central campus will,
in part, be solved by the recommendations which are made in conjunc-
tion with vehicular traffic. Also, studies should be made investiga-
ting the possibility of constructing pedestrian-vehicular grade separa-

tions on Bascom Hill, particularky where student-bus conflicts occur.
These conflicts are most pronounced in the vicinity of the Social
Science Building, the School of Commerce Building and Bascom Hall.
Map 2 shows the tentative designation of major pedestrian walkways,
both at grade and elevated, as well as the location of proposed pedes-
trian bridges and signal controlled crossings. In order to implement

.the plan, the following policies should be established:
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POLICY NO 30
IN MIME TO FULFILL ITS EDUCATIONAL laND17E THE UNii/ItSITY MUST

EXPAND Iiirit) ARIAS OP' EXISTING TRAFFIC OF CITY WIDE* IMPORTANCE.

AS THE RELOCATION OF THESE TRAFFIC ARTERIES IS DIFFICULT, Bgauss.
OF THE GEOGRAPHIC, STRUCTURAL, AND FUNCTIONAL CONFIGURATIONS OF

THE MADISON URBAN AREA AND THE UNIVERSITY'S LOCATION WITHIN THESE

CONFIGURATIONS, A SEPARATION OF PEDESTRIAN AND VEHICULAR TRAFFIC

AT THE MAIN POINTS OF CONFLICT IS RECOMENDED. TO ASSURE SAFE,'

SPEEDY AND CONVENIENT MOVEMENT FOR rES STUDENTS AND STAFF, ,THE

UNIVERSITY MUST PLACE A HIGH' PRIORITY ON THE CONSTRUCTION OF

PEDESTRIAN CROSSINGS IN LOCATIONS SHOWN ON THE PEDESTRIAN CIRCU-

LATION PLAN. (Map 2)

zokuLlos.A.

IT SHALL BE THE UNIVERSITY'S POLICY TO CONSIDER THE CENTRAL CAMPUS s.

AN AREA DOMINATED BY FOOT TRAFFIC (Zone 1, Map- 4). ALL OTHER MODES

OF CIRCULATION IN THAT AREA SHALL BE TREATED SUBORDINATE THERETO.

POLICY NO. S

IN THE ALLOCATION OF FUNDS FOR IMPROVING PEDESTRIAN wauoitts AND

CIRCULATION AREAS FIRST PRIORITY SHALL BE GIVEN TO THE IMPROVE-

MENT OF THE MAJOR WALKWAYS SYSTEM AS SHOWN ON THE PEDESTRIAN. C/R

CULATION PLAN (Map 2).

POLICY NO. 6

BECAUSE IT IS UNLIKELY THAT THE SOUTH CAMUS AREA (THE AREA BETWEEN

UNIVERSITY AVENUE, RANDALL AVENUE, DAYTON STREET, AND PARK STREET)

CAN BE DEVELOPED AS A SUPER BLOCK, A SYSTEM OF WALKWAYS, TERRACES,

AND ROADWAYS WHICH ALLOW FOR VERTICAL SEPARATION OF FOOT AND MOTOR

TRAFFIC SHOULD BE DEVELOPED, AND STUDIES TO ACCOMPLISH THIS SHOULD

BE UNDERTAKEN AT ONCE.

11



R

2. Bicycle Circulation

In recent years a renewed interest in the use of bicycles has bean evi-

dent on campus. More and more bicycles are mingling with automotive
traffic on city and campus streets, and often conflicts with pedestrians
result as bicycle riders use sidewalks and walkways for bicycle paths.

It is not the increase in the use of bicycles which is presently causing

concern, it is the manner in which they are used, and the attitude of the

rider which creates this concern. Moving bicycles should be treated the

same its any Other moving vehicle and 'be confined to the same traffic

lanes. A bicycle rider should" obey the traffic rules and regulations
which govern the driving of passenger automobiles, and in addition, they

should be registered and carry a license plate for identification and
control purposes.

The above suggestions are unquestionably accepted and implemented in

countries such as Denmark and Holland, where the use of bicycles is
commonplace and where long traditiow of this mode of transportation exist.

However, it must be recognized that under American traffic conditions,
bicycle riding on major traffic arteries can be hazardous. It is not

only the bicycle rider who is causing problems because of nonchalance

concerning the rules of traffi control, Ina: also the motorist who must

often be blacked because of an unwillingness to yield room for bicycles

on his sacred territory. However, even in the countries with a "high

bicycle culture" it has been recognized that motor vehicles and bicycles

are incompatible companions under heavy traffic conditions. Standards

have, therefore, been developed which establish feasible cut-off points

based on traffic volumes, when these volumes surpass the designated limit,

it is necessary to construct separate bicycle lanes.

Another area of difficulty deals with the parking of bicycles. Bicycles

have begun to clutter lawns and open spaces between buildings because of

a lack of suitable parking areas.

A two-fold approach to change this attitude is required. One is the

establishment of more rigid rules and regulations than now exist govern-

ing the use and parking of bicycles and the enforcement of such regulations.
The other is primarily a matter of education. With respect to the first

area, the Division of Physical Plant is in the process of recommending

revised administrative regulations to be enforced by campus police. Also,

a program for the construction of bicycle parking areas is underway. Both

will help to solve the problem. In the area of rider education, attempts

should be made to distribute clear and concise information about the use

of bicycles on campus, to engage the active 7artic*pation of student gov-
ernment and other student organizations and to employ the services of

12



campus mass media such as the Daily Cardinal, WHATV, etc., to carry
pertinent material about the proper traffic behavior of bicycle riders.

POLICY NO 7

DESPITE ADVERSE CLIMATIC AND TOPOGRAPHIC CC DITIONS, BICYCLE

RIDING IS A MEANS CF TRANSPORTATION TO AY-) FROM THE CAMPUS. THE

USE OF THE BICYCLE SHALL, HOWEVER, BE CONFINED TO VEHTIULAR ROAD-

WAYS AND BICYCLE PATHS SPECIFICALLY DESIGNATED FOR THAT PURPOSE.

EXCEPT UNDER SPECIAL PERMIT, BICYCLES SHALL NOT BE ALLOWED TO

ENTER THAT AREA OF THE CAMPUS WHICH IS CONTROLLED BY THE PROPOSED

GATE' SYSTEM. RESPONSIBILITY FOR SUPERVISION AND CONTROL SHALL

REST WITH TEE DIRECTOR OF PHYSICAL PLANT.

POLICY N0. S

THE UNIVERSITY WILL PROVIDE A SYSTEM OF BICYCLE PARKING AREAS IN

LOCATIONS APPROVED BY C,P.C. THIS SYSTEM SHALL BE RELATED TO Vat.-

CULAR ROADS, BICYCLE PATHS, AND THE PROPOSED GATE SYSTEM.

13
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3. Vehicular Circulation

As seen from Table I, vehicular circulation on the main campus has

been increasing at a rate far greater than traffic on the two main

arteries bounding the campus, e.g., North Park Street and University

Avenue. This increase on the campus has taken place despite the loss

of parking facilities on the central campus decreasing its traffic

generation capacity, despite a more restrictive issuance of parking

permits for multiple areas, despite a prohibition in the use of cars

by students during weekday working hours, and despite convenient and

frequent bus service between the eastern and western parts of _the

campus.

There is, however, a simple explanation clearly evident from rush

hour traffic counts. The east-west campus route has become a con-

venient escape route for city traffic trying to avoid University

Avenue during the congested rush hours.

The Planning Section has been most concerned about this fact which

represents a trend contrary to the University policy as stated in the

Sketch,Plan. Several studies have been made to develop a circulation

system which would discourage through traffic. These include a system

of alternating pairs of one-way streets, a systen.of pedestrian actuated

traffic signals at intersections and points of heavy pedestrian cross-

movement, and a system of four way stops at all intersections as well

as mandatory stops at pedestrian crossings. Unfortunately none of

these systems alone or in combinations will provide sufficient relief

for achieving the objective of a "pedestrian dominated" central campus

as stated in Policy No. 2. The only effective way to achieve this

objective and to eliminate excessive vehicular traffic from the central

campus is to control access at all points of entry.

Although there are several ways which entry can be controlled, the most

feasible is the installation of police supervised gates.

14



TABLE I

AVERAGE DAUM TRAFFIC VOLUMES

AT SELECTED LOCATIONS 1950^1961

lammorIva...mer,lowIwww=wgmr=amm==mmes.W jOM InVrVi~(11,10SWW1MM.
Number of Vehicles 7 Change

Location 1950 1956 1 58 1961 1950-58 1958-61
IONSINI1ZWAZItt. 71.111MMIIII.MIMMIMesesallMNelmolorsilarlMINWIROOM... ..M11=1...rjhm.somow1117mmoim...11(101mEiNorinalswil

I University Avenue 215001 24465 24870 25339 21873 + 15% - 12%
(Between Park St.
& Brooks Street)

2. University Avenue n 0 a 19801 24568 23647 21971 - 117.
(Between Babcock Dr.
& Breese Terrace)

3. North Park Street 10000 11300 10719 12395 11382 + 77. + 6%
(Between University
Avenue & State St.)

4. Observatory Drive 2948
1

n.a. 5406
2

n.a. 6320
2

+ 83Z + 17%
(At Journalism Hall)

Sourcest

1/ State Highway Commission Count (requested by University)

2/ Planning Section Counts, U. W. Department of Planning ¶ Construction

All other data were supplied by the Traffic Engineering Department° City of
Madison.

n.a. - not available

15



AMOMMIRIMONItillir
.

In order to reduce the number of points of entry to an absolute mini-
mum, this system should be combined with a system of one way exit roads.

Nap q chnwe s prrivrivaal c(1.. ha enntrni mrtam elion'isand nhetvo, The

total number of access points to the central campus has been reduced
to three, located in a manmt which allows for the convenient entry
of authorized vehicles. These are service and maintenance vehicles,
campus buses, holders of parking permits to areas inside the closed
area, taxicabs, emergency vehicles, and other necessary vehicles. As
can be seen from the map, the control gate$ are located so as to per-
mit an easy turn around for vehicles which,will rot be admitted.

The advantages of the proposed at eystem are:

1. Complete control 'f access to the central campus;

2. Complete elminetion of 4:hret,Lh traffic f-am the central campus;

3. Flexibility in relord to the hours when control is desired;
(or es ample, it might hi-1 passible that coeLrol of access
would be limitad to the morntng and afternoen rush bouts
only, er Lo the hours when the greatest number of utedents
are comentzated on the central campeso)

POLICT O. 9

TO CALM A SAFE PEDESTRIAN CIRCULATION PATTERN ON THE CEVITEAL

CAMPUS AND T( ELIMINATE EXCESS ViPICUlakft TRAFFIC, PARTICULARLY

'MOOCH TRAFFIC USING CAMPUS ROADS, Ili.CESS TO THE CENTRAL CAMPUS

SHALL BE COTROIIED AT TIMES TO BE SPECIFIED BY THE DIVISION OF

PHYSICAL PLANT IN ACCORDANCE WITH POLICIES APPROVED BY THE PRESI-

DENT. THE CONTROL (7 ACCESS SHALL BE AT POINTS INDICATED ON THE

TRAFFIC CONTROL PLAN (Map 3). TO REDUCE THE WEBER OF CONTROL

POINTS, CERTAIN CAMPUS ROADS SHALL BE DESIGNATED FOR ONE WAY

TRAFFIC ONLY AS SHOWN ON THE PLAN MAP. ENTRY TO AREAS INSIDE THE

C O N T R O L AREA SHALL B E G RANTED TO THE FOLLOWING VEHICLES: EMER-

GENCY VEHICLES, SERVICE VEHICLES, MAINTENANCE AND DELIVERY VEHI-

CLES, CAMPUS BUSES, TAXICABS, VEHICLES CARRYING OFFICIAL VISITORS,
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PARKING PERMIT VEHICLES, AND OTHER VEHICLES DULY AUTHORIZED

TO ENTER THE CENTRAL CAMPUS.

NOTE; THIS DOES NOT MEAN VAT A PARKING RAMP CANNOT BE CO-

STUMED 600 NORM PARK*

la addition, roads for motor traffic must be improved. These improve-

ments can be divided into two sraups: flAmie to, roads which ere pri-

marily of citywide importance; and secondly, those to roads which serve
the University's internal circulation system.

In the first category there are three major arteries: University Ave-

nue,Regent Street and North Park Street. The city has prepared- plans

for improving all three of these streets. The plans far University
Avenne are already beyond the preliminary design stage amd a tentative
construction schedule has ben prepared contemplating completion of
the project by the end of this decade. It must be stressed that the
projections upon which this improvement is based are extended only un-
til 1980, or less than twenty years into the future. With the usual
unavoidable delays in implemeatation the projected useful life span
of this project will be reduced to a mere 10 years in the area Gf
highest traffic demand, e.g. between Breese Terrace and Bassett Street.

From the inception of planning for this facility, the University felt
that the design in the area of highest cepactiy requirements would re-
sult only in a temporary improvement= and that another solution should
be sought for the long range future. One possible solution is the con-
struction of a depressed four lane expressway along the University
Avenue riglit-of evey. At the University's insistence such a plan was

prepared by the city'? traffic consultants who in the final report

stated: "At some point in the future, when the University of Wiseman
achieves its expansion ambitions in the corridor east of Randall Street,
the planning and construction of the depressed expressway, mentioned
earlier in this report, might be undertaken." 5

Because of the importance of getting improvements started along the
Avenue, the University has endorsed the city's plans in principle. 6
Besause of the pronouncements made by the city concerning timing of
the various etages of the plan, 7 it is resammended that the endorse-
ment be changed to read t follows:
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THE UNIVERSITY RECOGNIZES IN FULL THE VITAL IMPORTANCE OF

UNIVERSITY AVENUE TO THE UNIVERSITY AND ALSO Di THE CITY'S

ARTERIAL STREET SYSTEM AND DECLARES AS A MATTER OF POLICY

ITS INTENT TO COOPERATE IN THE DEVELOPMENT OF THIS ARTERY.

THE UNIVERSITY THEREFORE APPROVES THE FIRST STAGES OF THE

PLAN AS OUTLINED BY THE DIRECTOR OF PUBLIC WORKS IN HIS

LETTER OF JANUARY 24, 1963, TO THE MADISON COMM COUNCIL

FOR THE IMMEDIATE DEVELOPMENT OF unman AVENUE IN

CLUDING THE C.OIRIECTION FROM UNIVERSITY AVENUE TO JOHNSON

STREET. IT IS OPPOSED TO THE DEVELOPMENT OF HIGH VOLUME

SURFACE LEVEL TRAFFIC ARTERIES THROUGH THE UNIVERSITY

CAMPUS. THEREFORE, IN VIEW OF THE CONSTRUCTION SCHEDULE,

THE MORE RAPID INCREASE IN CONSTRUCTION SOUTH OF UNIVERSITY

AVENUE AND IN ENROLLMENT THAN ANTICIPATED, THE UNIVERSITY

REQUESTS A NEW STUDY IMMEDIATELY OF THE AREA RELATED TO THE

CAMPUS TO DEVELOP A LONG-RANGE SOLUTION TO THIS TRAFFIC

PROBLEM.

The University has also endorsed the design proposed for the Regent
Street :*.mprovement. Here the city has, by ordinance, established the
right-of-way for a second roadway to be constructed along College
Court. The plans for Park Street, between Regent Street and Uni-
versity Avenue, are still quite tentative and no firm right-of-way
line has been established. In order to facilitate planning in that
areas it is highly desirable that more detailed studies be made for
this improvement. These could be done in conjunction with the con-
templated General Neighborhood Renewal Plan.program. Ix this pro-
gram does not materialize, the city should be asked to inepare a
preliminary plan and establish, by ordinance, the proposed right-
of-way line.
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POLICY NO 11

THE UNIVERSITY IS MOST INTERESTED IN A DECISION AS SOON AS

eZCSSIDLE ON ME FU.T.UE.E ALIGN1"-aitNT OF ?ARK s.zarsa
THAT THE CITY SHOULD ESTABLISH BY ORDINANCE THE RIGSTi0P4iAY

P.O R FUTURE PARK STREET IMPROVEMENTS BETWEEN REGENT STREET AND

UNI gi. IT! AVENUE.

Other streets of importance to the University are:

1. Dayton Street between Bassett Street and Randall Avenue.
The University Avenue improvement plan is based on a re-
organization of traffic on Dayton Street to make it a
two-way street accommodating up to 5,000 vehicles 4aily
by 1980. The University's planning in the Dayton Street
area is based on this recommendation. The city's programs
do not, at present, include any mention of this improvement.
The University should, therefore, urge the city to include
the Dayton Street improvements in its construction schedule.
At least funds should be allocated for modification of
traffic control devices for a two-way operation. This
operation should begin at the time initial imvovements
are made on University Avenue and Johnson Street.

2. Charter Street from Regent Street to Observatory Drive. In
conjunction with the development of the Service Center Area
and extension of the campus bu' service to the peripheral
parking areas along College Court, it is important that
good access be provided between the Central Campus and the
expansion area. The logical point for such ser.ice is along
Charter Street, which is the only continuous north-south
artery. It is recommended that the University ztquest the
city to once again utilize Charter Street for two-way traffic,
signalize its intersections with Johnson Street and University
Avenue and realign this latter intersection according to the
University Avenue improvement plans. Since two-way operation
is possible without changes in present roadway widths, and
requires only a ban on curb parking, the cost of this improve-
ment can be held to a minimum.
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Other improvements required for the implementation of the recommended
circulation policies are minor and consequently not discussed in this
report. However, at a later date some new major improvements will be
required. Among these are: the extension of Highland Avenue to serve
Lot 60, and the redesign of the Regent Street-Monroe Street - Breese

Terrace intersection.

POLICY NO. 12

THE UNIVERSITY IS KEENLY INTERESTED IN THE DEVELOPMENT OF AN

EFFICIENT INTRA-CAMPUS SYSTEM OF MAIN SERVICE STREETS. IN

THE EXPANSION AREA THE MOST LOGICAL STREETS TO PERFORM THIS

FUNCTION ARE DAYTON STREET IN THE EAST-WEST DIRECTION AND

CHARTER STREET IN THE NORTH-SOUTH DIRECTION. ALTHOUGH THESE

STREETS ARE PART OF THE CITY'S STREET SYSTEM, IT IS DESIRABLE

THAT THE CITY AND THE UNIVERSITY DEVELOP A JOINT PROGRAM FOR

ACHIEVING MIS OBJECTIVE IN THE NEAR FUTURE AND CERTAINLY

NOT LATER THAN THE INITIAL IMPROVEMENTS SCHEDULED FOR UNI-

VERSITY AVENUE AND JOHNSON STREET.

20
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4. EluLlantasnalan

The campus bus is an important element in the circulation system of the
Maciinnn eamnnni an Ahearn by the ntatintien in Tahla II, A hnn aorvica

in a limited area, which carries over one million passengers in its fifth
year of existence and provides a frequency of service at 2, 3, and 4 minute
intervals throughout the day, is a major factor in the total transpor-
tation picture of the campus. For these reasons the campus bus is treated
as one of the main elements in campus circulation, providing a service
not only in conjunction with parking, but in the movement of people in
general.

The success of the bus service must be attributed to six basic factors:

1. The rate structure of the parking system in which a lower fee of
$12 per year is charged in the terminal parking area (Lot 60).
This fee provides a pass for free bus transport;

2. The policy of free parking in the terminal parking area (Lot 60)
which in combination with a low cash fare on the bus ($.10) makes
it possible to park on campus for $.20 for a full day. This is
a very favorable rate for infrequent or temporary 'meters;

3. The elongated shape of the campus which is traversed by the
bus route allowing for convenient intra-camps a bus rides;

4. The hilly topography of the campus;

5. The local climate; and

6. The efficiency of the service due to its frequency which elim-
inates virtually all waiting time.

Changes in operations or in equipment or attempts to reduce the operating
loss, which might result in longer bus intervals, would do great psychol-
ogical damage to bus patronage. The fact that the system operates with a
loss is less important than the fact that it fulfills an extremely im-
portant function in the total transportation picture.

With the expansion of the campus to the area south of University Avenue
an extension of the bus service to the South will be required. Hap 4,

the Arting.micies Plan, shows the recommended extension of the bus
service. The proposal is related to two other recommendations:

1. The establishment of Charter Street as the main north-south
service artery leading from the Service Center Area to the
Central Campus;
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of Buses in Service

equency of Regular
ekday Service

ssengexs Carried
us passes - regular service only

10 cash fares regular service

SUBTOTAL

TABLE II

ONAUMHO WIC ODOUTPV 1044 1QA2
wilwAxwoo

05 cash fares Eagle Hgts. service
10 cash fares nights & weekends

GRAND TOTAL

val Revenue

erasing Cost

t Loss

SS% of Cost

1956-57 1958-59 1960-61 1961'(2

414111414

3 4 7 9

10 min. 10 min.

5 min during 5 min during
rush hours rush hours

138,093 336,140
58 478 123 820

190,571 159,960

Ea le

MUTT 5979-0

$ 4,826.40 12,286,02

$24,802.79 329111.99

$19,976.39

80.5%,

19,825.97

61.7%

5 min..

3 min during
rush hours

4 min.
2-3 min.dur

rush hour

511,536 5779214

371 077 484 396

882,673 1,061,610

52,724 59,226

935,397 1,120,836

43,988.45 56,365.50

64,221.02 80,507.23

20,192.57 24,14/.73

31.5% 30-0%

,44014.11444,41.114~.7.0.41.441014144144011141.1444.404. 14.41144.44=44.1214,401114.

ecial Service: 12 daily trips presently are provided to Eagle Heights and a 20 minute

rvice on evenings, Saturdays and Sundays.

urce: U. W. Division of Physical Plant
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2. The development of a major parking area along College Court
north of the contemplated Regent Street improvement,

These two recommendations are discussed in the Street Improvements and
Parking Policies Plan sections of this report.

It has been mentioned that an extension of the bus system into an area
where the route would have to operate ie part on city streets might not
receive Public Service Commission approval. In the past the Commission
has rejected such requests by the University. For this reason proper
timing of the request for street improvement is important, Obviously
the documentation presented must be carefully prepared and support frow
the city agencies, the public and other groups should be solicited. There
is, however, another possibility which could be explored if Commission
approval is not forthcoming, Charter Street, the street along which the
bus route would run, does not have citywide importance. Therefore, it
seems feasible that the street be designated as a Campus road from Regent
Street to University Avenue. The University would grant easements to all
property owners whose properties abut the street, and to the various
utilities. The University would then take over the maintenance of this
street. It should be noted that the University owns over half of the
total frontage on Charter Street. A precedent of this kind can be found
on 'the north side of Univeratty Avenue where private properties abutted
University roads.

POLICY NO. 13

THE CAMPUS BUS SERVICE CONSTITUTES A COMPONENT OF INCREASING

IMPORTANCE IN THE CIRCULATION AND TRANSPORTATION SYSTEM OF THE

CAMPUS. FURTHER DEVELOPMENT AND EXPANSION OF THIS SERVICE MUST

NOT BE LIMITED TO PARKING CONSIDERATIONS ALONE, BUT ALSO MUST

BE DESIGNED TO MEET OTHER INTRA-CAMPUS TRANSPORTATION DEMANDS

AS WELL.

POLICY NO 14

THE SUCCESS OF A MASS TRANSPORTATION SYSTEM DEPENDS NOT ONLY ON

THE QUALITY OF EQUIPMENT AND A LOW COST TO THE CUSTOMER, BUT ALSO

ON THE FREQUENCY OF SERVICE. EXPERIENCE INDICATES THAT EFFICIENT

MASS TRANSPORTATION SYSTEMS GENERALLY MUST BE SUBSIDIZED. THE

UNIVERSITY RECOGNIZES THIS, BUT WILL CONTINUE TO MUTE SUCH A

SYSTEM AT A LEVEL NOT BELOW PRESENT STANDARDS OF EFFICIENCY. AD-

DITIONALLY, BUS SERVICE WILL BE EXPANDED INTO CAMPUS EXPANSION

AREAS TO THE EXTENT FEASIBLE.
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5. Special Circulation Problems

There are certain categories of motor vehicles which require special atten-

tion in traffic planning either because of their size: their need for speedy
access to special facilities ( or to all areas of the campus ) or the specr.
ial transportation services they render. Specifically, these vehicle cate-
gories are: taxicabs, trucks and other delivery vehicles, service and
maintenance vehicles, and emergency vehicles.

All of these vehicles must have easy access to their points of destination
undee all circumstances. However, with the exception of emergency vehicles
such as police, fire and ambulance service, there are further factors which
should be evaluated regarding the other categories. For example, should
unlimited access be provided, as well as space for vehicle loading for
semi-trailers or large single-unit trucks, in all parts of tle campus? Or
should certain restrictions be imposed? Restrictions could aim at limit-
ing delivery hours to certain time periods in order to avoid conflicts
between various kinds of circulation during heavy traffic load hours.
Another possibility is to close certain (or all) areas of the campus to
al-al-trailer deliveries. Still further, the actual demand for a service
of this kind could determine it access and loading areas large enough to
accommodate semi-trailers should be provided.

Pertaining to trucks and delivery vehicles, the laumr approach seems to be
the most desirable. In traffic engineering, it is a recommended and accep-
ted practice to design facilities for the 30th highest annual demand hour.
Applying this to the question of semi-trailer deliveries means that ade-
quate access and loading facilities should be provided for all such. build-
ings or areas where 30 or more deliveries occur annually.

However, any restriction in the use of heavy delivery equipment on the campus
raises the question: How can deliveries be handled without semi-trailer
access since the University has no control over the shippers?

The answer to this must be based on the following considerations:

1. The cost of providing access and loading facilities designed
to accommodate semi-trailers and other large trucks;

2. The traffic, safety and environmental benefits resulting from
limiting semi-trailer access;

3. The cost of providing a trans-shipping facility and the cost
of its operation;

4. The benefits which might arise from developing the above facility
into a complete central receiving and distribution center includ-
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ing warehouse type storage facilities which might free more ex-
nonsilys anacA in sleadpm4e htilldioas for uses other than atoraea.r- -r -v

University purchases are already controlled by a single agency, the Pur-
chasing Department. Also, University Stores handles a substantial amount
of supplies of all kinds from a central location. Therefore, it seems logi-

cal that all deliveries from suppliers could be processed through a central
facility in all instances where there are no regulars frequent bulk deliv-
eries of a particular sommoiity,

To reiterate, the frequency of such deliveries should be the determining
policy factor© If the 30 hotr rule is applied, it meant; that there must

be at least 3 regular monthly del,series before access and Ioadiu6 facili-

ties are designed so C3 to accommodate eemi-trailers. It seems, however,
that thin is too liberal a design, factor and that more vestrictive policies
should be applied. A once-a-week requirement would not change the situation
greatly, while a twice-a-week frequency fs more'in keeping with the under-
lying philosophy of this report and Its recommendations.

POLICY NO. 15.,

THE UNIVERSITY SHALL PUCE 9.31i PRIORITY ON THE ESTABLISHMENT OF

A CENTRAL RECEIVING AND DISTRIBUTING WAR.FROUSE FACILITY TO BE

LOME) IN THE UNIVERSITY'S SERVICE AREA.

?mum NO. 16

UNTIL POLICY NO. 15 IS IMPLEXENTED, ACCESS AND LOADING AREAS IN CON-

JUNCTION WITH NEW. CONSTRUCTION ON THE CENTRAL CAMPUS, THE LOWER CAM-

PUS, THE SOUTH CAMPUS, AND THE ENGINEERING CAMPUS SHALL BE DESIGNED

TO ACCOMMODATE SEMI-TRAILERS AND LARGE SINGLE UNIT TRUCKS8 ONLY IF

THE USES CONTEMPLATED FOR THE BUILDING WILL REQUIRE REGULAR BI-WEEKLY

BULK DELIVERIES NORMALLY DELIVERED BY SUCH EQUIPMSNT.

Regarding service and maintenance vehicles, the only significant traffic
consideration is their 8:2e. The configuration of the cam,ss road system
and the environmental design objective to keep roadway widths to an absol-
ute minimum demands that the traffic characteristics of University owned
and operated equipment be related to roadway standards. Operational objec-
tives must be evaluated not only in terms of efficiency and cost, but also
in relation to environmental objectives.
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THE UNIVERSITY SHOULD CONTINUE TO DEVELOP ITS FLEET OF MAINTENANCE

Attm nit.INTIrems em4trrevrroo Aeln^nwrilaft Mtn WOE, WACM AntrAmrmin MVPUMATAnTrAl.
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AND OPERATIONAL PRINCIPLES. THE TRAFFIC AND OPERATIONAL CHARACTER-

ISTICS OF SUCH EQUIPMENT SHALL, HOWEVER, BE LIMITED T' A SIZE WHICH

WILL NOT REQUIRE MAJOR RECONSTRUCTION OF EXISTING CIRCULATION FACIL-

ITIES ON THE CAMPUS, SUCH AS AN INCREASE IN PRESENT ROAD WIDTHS.

The present lay-out of the hospital introduces undesirable ambulance traf-

fic into the gate controlled area of the campus. The adopted plan for the

development of the Medical Center eliminated this. From an overall cir-

culation point of view, it is highly desirable that the plan be implemented
in connection with the contemplated remodeling programs of the hospital.



PARKING

1. Introduction

Parking is among the foremost problems created by the motor vehicle and
one which has by far the most significant implications. It is also the
problem for which solutions are the most difficult to find. There exists,
in fact, an unreconciliable three way clevage among the desire of the
automobile user to park his car in the immediate vicinity of his destin-
ationn, the amount of space required for the storage of his car, and the
amount of land which functionally and economically can be set aside for
that purpose, particularly in areas of high intensity of use.

So far most attempts to solve this problem have failed. In many in-
stances the attempts were designed to placate political or economic
pressures;, and consequently resulted in an avalanche of related problems
which only aggrevated the situation. For example, making parking a man-
datory requirement for new construction in downtown commercial districts
has impaired traffic flow on streets, and accelerated the flight of
businesses to the urban periphery because of the impossibility of pro-
viding the required parking economically. This is one of the factors
which has accelerated decay in the central areas rather than providing
a remedy to the problem.

It is only now that one can see the beginnings of a search for new ap-
proaches to the problem. Recently the Um York City Planning Commission-
rejected a proposal made by its traffic consultant to construct 16 munic-
ipal 10,000 car parking ramps, in 'Manhattan. The reason for this was the
realization that these new facilities would simply increase the number
of vehieles entering the congested business area without providing relief
to the parking situation. This decision was made at a time when business
was booming, more offices were being built, and greater activity was
taking place in certain retailing functions as well as in cultural and
entertainment activities. This was, as the British traffic engineer
Wilfred Burns stated, "an eminently sensible decision, but one which was
no doubt hard to mak&

Those who have studied contemporary urban problems in general and the
parking problem in particular, agree that the answer lies in a more dis-
criminating and more selective use of the private automobile. In other
words, people must realize that one should not use the automobile for
certain trips or that when used, it cannot be used for the full length of
the trip. If, however, the driver insists on door to door access for all
trips, he must be prepared to assume the cest for such personal conven-
ience.
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In the journey to work a new outlook is required. In most instances,

places of work are located in the areas of highest density. This is

inherent to most human activities whether economic, social, cultural, or

recreational. The demands for close linkages between activities within

a group or between groups are too strong to allow for their cowlete de=

centralization into areas where all parking demands can be met. The core

of a city, and a university campus are but two illustrations of activity

areas which must remain compact in order to function properly.

In the Sketch Plan, the need for developing the Madison Campus in a

compact manner is stated as a basic planning principle. It is also

recognized that very little or no parking can be accommodated in the

central parts of the campus, and that the development of parking facil-

ities shoui.d, in general, be in the periphery from where people can walk

or take a bus to their destination. Although the recommendations in the

Sketch Plan were adopted, it was only in the execution of these plan re-

commendations that large numbers of people became aware of their implica-

tions. Consequently, there have been reactions opposing these policies.

However, the conditions upon which the Sketch Plan policies; are based

have not changed. They are still valid and constitute the only sound

approach to the provision of parking on the Madison Campus.

AS STATED IN THE SKETCH PLAN, PARKING AT THE MADISON CAMPUS MUST

BE CONSIDERED RELATIVE TO OTHER. DEVELOPMENT OBJECTIVES. THESE

OBJECTIVES, SUCH AS THE NEED FORA COMPACT PATTERN OF INTERRELATED,

INSTRUCTIONAL AND RESEARCH FACILITIES, AND THE NEED FOR A SYSTEM

OF UNINTERRUPTED PEDESTRIAN CIRCULATION ON THE HIGH INTENSITY

CENTRAL CAMPUS AS WELL AS THE NEED FOR CREATING A CAMPUS ENVIRON-

MENT IN KEEPING WITH A GREAT UNIVERSITY, CAN BETTER BE FULFILLED

IF MAJOR PARKING AREAS ARE DEVELOPED IN THE PERIPHERY OF THE CAMPUS.



2. gasayilt and Staff Parking_

The University is rapidly expanding both its physical pleat and per-
sonnel to accommodate increased annual enrollments in the student
body* Table III summarizes faculty and staff growth since 1956, .and
projects this growth through 1975. The section, which follows discus-

ses the implications of this expansion program for faculty and staff

parking.

Table IV shows parking statistics for the past six years. From the

table it is evident there has been a continuing increase in the ratio

of permits granted to the total number of spaces available.. However,
these tabUlations are somewhat misleading for the following reasons:

a. The locational pattern of parking areas currently avail-
able does not coincide with the distribution of faculty
and staff offices across the campus. Consequently there
are many areas where the demand is greater than the supply0
and others where the supply exceeds the actuml demand.
Therefore, many faculty and staff members arc assigned to
areas not within close proximity to their offices. The
lack of both specific parking policy and parking plan
makes it rather difficult to assign spaces in the high de-
mand-low supply aims without complaints and comments from
the permit applicants. It is hoped that the policies re-
commended in this report will eliminat_ theca difficulties
to some degree.

b. The faculty statistics include full as well ea part-time
faculty appointments. Many of these latter are in the
assistant categories and are held by graduate students.
(The parking demand by part-time ample:Tees is generally
considered to be about half of the demand generated by
full-time employees.) 10 According to the 02fice of the
Secretary of the Faculty, 4762 members of the faculty were
on part-time appointments in 1962, but only 180 held a
rank of instructor or higher. For planning purposes, it
can be assumed that this ratio of 1/3 full time, 2/3 part-

time will continue in the future.

c. The parking statistics do not reflect the location of
residence and the predominant mode of travel to the campus.
The Dv). Hour m Survey, conducted in 1959 by the Plan-
ning Section, included questions regarding the mode of
travel to and from the campus. The survey indicated that
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out of a total of 4442 faculty members, 56% came by auto-
mobile, 9% used public transit and 35% walked or bicycled.
The oercentages for graduate students with faculty appoint-
ments were 37.5%, 10.5% and 52%. When viewed in relation
to the location of residence as shown on Table V, the near-
by areas provided housing for about 75% of all faculty in

the graduate student category, this accounts for the high
percentages of persons walking or riding bicycles. The
expansion of the University together with the trends in the
faculty housing market have already changed this favorable
picture towards a proportionately greater use of private
automobiles. For the years to come it is expected that the
situation will continue to change and it is reasonable to
assume that a percentage distribution between the various
modes of transportation will develop as follows:

1967 private automobile-60%, bus-10%, walk or bicyclw30%

1975 private automobile-65%, bus-10%, walk or bicycle-25%

d. Comparable data are not available for Civil Service Staff.
However, the Planning Section has some information about the
distribution of residences for the year 1958. Due to the loca-
tional pattern derived from this information and the socio-eco-
nomic characteristics of the civil service employee groups, it
is assumed that there is somewhat greater reliance on bus trans-
portation among civil service employees than among faculty mem-
bers. For planning purposes it is assumed that the distribution
among the various modes of transportation will be the same as in
the faculty groups, with the exception of a 10% shift between
automobile and bus use in favor of the latter.

e. When comparing statistics for mode of travel with the actual
number of parking permits issued to faculty and staff there is
a substantial difference between the mode of travel figures and
the permit figures. The fact that the demand for permits does
not exceed the supply of spaces, 11 (lines 3 and 9 in Table IV),
can be explained by the use of carpools and because a spouse
has provided chauffeur service. In both cases, the mode of
transportation would be indicated as automobile travel.

The following attempt to estimate future parking demand generated by faculty
and staff cars is tentative and subject to change as more accurate informa-
tion becomes available. However, it is important that an approximation is
established at this time since the University is experiencing a growing de-
mand for parking spaces.
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TABLE III

GROWTH OF FACULTY AND STAFF

1956 1958 1960 1962 1967* 1975*

Enrollment 16099 17145 18811 21733 38101 57126

Professorial Staff 1056 1150 1297 1490 2540 3808

Ratio 1:15.2 1:14.9 1:14.5 1:14.6 1:15.0 1:15.0

TOTAL FACULTY 4060 4656 5646 6817 12700 20402

Ratio 1:4.0 1:3.7 1:3.3 1:3.2 1:3.0 1:2.8

Civil Service Staff 3250 3530 -- 3994 6350 8161

Ratio 1:5.0 1:4.9 -. 1:5.4 1:6.0 1:7.0

TOTAL STAFF 7310 8186 -- 10811 19050 28563

* Projections based on student/employee ratios and the following assumptions:

1. Professorial faculty: ratio will remain at present level of approximately 15

students per faculty member.

2. Total faculty: ratio will continue to increase due to increased research activities.

3. Civil service staff: ratio will decrease due to new equipment, improved management

techniques, and automation.

Source: U. W. Secretary of the Faculty
U. W. Personnel Office
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FACULTY AND STAFF PARKING

1956 1958 1960 1962

1. Parking Capacity & Demand 3485 3620 4740 4810

2. Faculty & Staff Permits 1824 2269 2744 3282

3. Permits as a Z of Capacity 52X 63% 58% 68X

4. Total Faculty & Staff 7310 8186 10811
Employees

5. Permits for Faculty & 1:4.0 1;3.6 .. 1:3.3
Staff Employees

6. Student Permits 316 615 763 963

7. % of C'eAcity 97. 17% 16% 20X

8. TOTAL PERMITS 2140 2884 3507 4245

9.: 7 of Capacity 61X 80% 74% 88%

Source: U. W. Secretary of the Faculty and Personnel Office
Division of Physical Plant



. TABLE V

MODES OF TRAVEL TO THE CAMPUS FROM SELECTED NEARBY AREAS

sEmmIOINInnI111.0011011ft

Total
Walk or Faculty in

Bus 7 Auto % Bicycle 7. Area 7.

Area E*

Graduate Student

Faculty

16

16

32

82

416

210

SUBTOTAL 32 4.1 114 14.8 626 81.1 772

Area F*

Graduate Student 16 28 400

Faculty 20 126 210

SUBTOTAL 36 4,5 154 19.3 610 76.2 800

Area G*

,.. 32 60Graduate Student

Faculty 58 112 104

SUBTOTAL 58 15.9 144 39.3 164 44.8 366

GRAND TOTAL 126 6.5 41.2 21.3 1400 72.2 1938

14000

100.0

100.0

100.0

Source: Faculty Rouging Questiortaire. Februarz 1959

*See Mapt, following this table.
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EST/MATE I

Faculty

Staff

TABLE VI

FACULTY AND STAFF PARKING

1967 1975

# of Spaces # of Spaces
Persons &MIMI Persons EasgLIA

SUBTOTAL

Student Assignment

SUBTOTAL

Deuired Reserve

GRAND TOM.

ONANAWFAMAIIIOAANIKtst

12,700

6,350

4,233

2,117

20,402

8,161

8,161

3,264

6,350/ 11,425
2

15% 1,270 10% 1,428

7,620 12,853

10% 847 10% 1,428

8,467 14,281

IIAIAOAIIIAOI1INMAMIIXIIIICArA.

1
One space for every three faculty and staff members.

2
One space for every two and one half faculty and staff members.
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ESTIMATE II

TABLE VII

FACULTY AND STAFF PARKING

Faculty

Staff

1967

# of
Persons

Spaces
Required.

7,6201

3,175
2

1975

# of
Persons

Spaces
Required

12,700

6,350

20,402

8,161

13,261
3

4,489
4

SUBTOTAL 10,795 17,750

Student Assignment 157. 2,159 107. 2,219

SUBTOTAL 12,954 19,969

Desired Reserve 107. 1,439 10% 2,219

GRAND TOTAL 14,393 22,188

1
60% of the faculty will use private automobiles (See page 36)..

2 50% of. the staff will use private automobiles (See page 36).

3
65% of the faculty will use private automobiles (See page 36).

4
557. of the staff will use private automobiles (See page 36).
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ESTYATEIII

TABLE VIII

FACULT! AND STAFF PARKING

1967 1975

# of Spaces # of Spaces
Pmcmt Regatzt4 Lerma Rs. uiAAell

Faculty 12,700 5,080 20,402 8.841

Staff 6,350 2,117 8,161 2.993

SUBTOTAL 7,1971 11.8341

Student Assignment 15% 1,439 10% 1,479

SUBTOTAL

Desired Reserve

GRAND TOTAL

8,636

10% 960

9,596

10%

13,313

1,479

14,792

1 The ratio of 1.6 faculty and staff members per car is reduced to 1.5.
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ESTIMATE IV'

TABLE IX

FACULTY AND STAFF PARKING

1967 1975

# of Spaces # of Spaces
Per required lafalt MAUL-

Full Time Staff 10,583 7,4082 14,962 10,8822
(1/3 of faculty)

Part-time Staff 8,467 4,234 13,601 6,800
(757. thereof grad-

uate students)

Undergraduates 27,93G 838 41,841 1,255

Graduates 3,821 382 5,084 508
(Minus.those
holding faculty
appt)

SUBTOTAL 12,862 19,445

Desired Reserve 10% 1,429 10% 2,161

GRAND TOTAL 14,291 21,6a6

1
Based on parking ratios recommended by Hadand Bartholomew 3ni Assoctates
for the University of Illinois at Urbana." This are

Full Time Staff 100%
Part Time Staff 50%
Undergraduates 3%
Graduate Students 10%

2
Because of the locational difference in parking demand., it is unlikely
that all of the Civil Service Staff will require parking. Thereforeo
50% of the Civil Service component is deducted.
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A comparison among these estimates shows:

Estimate 196 7 1975

8,467 14,285

II 14,393 22,188

III 9,596 14,792

IV 14,291 21,606

It is interesting to note the close relationship between estimates I and III

and also between II and IV.- This is more remarkable as estimates II and IV
reflect the theoretical ai'expressed by desire(estimate II) and an assump-

tion taken from the Illinois report (estimate IV). The two other estimates

are based on the factual, as expressed through extrapolating an actual trend

(estimate-I) and also through analytical observation (estimate III).

Due to the above analysis it is recommended that the preliminary design

target for expanding parking facilities for staff and faculty be based on

estimates I and III, since they reflect actual experience.

POLICY NO. 19

THZ DEVELOPMNT PLANS FOR THE UNIVERSITY S MADISON CAMPUS SHALL BE

DESIGNED TO ACCOMMDATE BY 1967 ONE CAR FOR EVERY 2.75 FACULTY MEM-

BERS (INCLUDING PART-TIME FACULTY AND GRADUATE STUDENTS HOLDING

FACULTY APPOINTMENTS) AND CIVIL SERVICE EMPLOYEES. BY 1975, ONE CAR

SPACE SHOULD BE PROVIDED FOR EVERX 2.50 SUCH PERSONS. IN ADDITION

THERE SHALL BE AT ALL TIMES A RESERVE OF APPROXIMATELY 10% OF THE

TOTAL NUMBER OF SPACES TO ACCOMMODATE THE NEED FOR SPECIAi, AND TEM-

PORARY PERMITS.
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3. visitor Parkin,

At present the University provides free visitor parking in Lot 60 from
which the campus bus privides excellent connections to all points on the
campus. Visitors may park also without charge in Areas 18 and 19 located

461.- yin Zww 14&w.w &w &11. Uwww4
uv,inku goy iswWw00 allAW10 eery &a, 4=Dvawmmt &w& v&a&uw&c, uw usau &magyar

tal and the Memorial Union operates a small attendant lot abutting Mugs
ray Street in the Lower Campus Area.

In addition to University facilities for visitor parking, the Cfly's
Parking Utility operates two major parking lots in die campus area, One
of these, on the Lake Street site, is scheduled for ramp construction
this year. This will increase its capacity from the present 126 spaces
to approximately 500 spaces. Also the Draper Lot, on the corner of Park
and Johnson Streets, is programmed for expansion in 1965, inc*easing its
capacity from 128 to 215 spaces. It is fortunate that these public
facilities are located so that their service radius covers two to the
most important destinations of campus visitors - the. Lower Campus and
the Southeastern part of Bascom Fall (Map 4), The proposA increases
in capacities will result in near ideal visitor parking conditions at
the eastern end of the campus both for day and night activities.

It should be pointed out tht there is a substantial amount of curb
parking available on city streets surrounding the campus. Although
restrictions on curb parking will continue to increase, these restric-
tions are, in general, limited to daytime only. In the evening, curb
parking is not seriously affected by restrictions.

There are two areas on the campus which generate special prdhlems with
respect to visitor parking. One is the Medical Center, specifically
University Hospitals, and the other is the Lower Campus Area.

At the request of the University, De Leuw, Cattier and Company conducted
a special study of the parking problem at the Medical Center in terms
of the feasibility of the parking ramp proposed in the 1960 Medical Cen-
ter plans. 14 In their study the consultants came to the conclusion
that a parking facility for 250 cars would be feasible at this thus
despite a required rate schedule which compares unfavorably with the
city's rate schedrle. The consultants based revenue and expense esti-
mates on the follouing assumptions:

1. Parking in the present Hospital visitor lot will be restricted
to full-time staff only;

20 Parking on the Hospital entrance drive will either be prohibited
or restricted to pericis of less than fifteen minutes;
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3. Construction of new University buildings (and the proposed

University Avenue improvement program) in the vicinity of the

Hospital will proceed on schedule;

4. mn similar nr competing facilities will be provided in the

vicinity of the Hospital.

The consultants state:

"We suggest making parking space in the proposed facility available

to all motorists regardless of whether they are destined for the

hospitals or not. Should it develop that garage capacity under this

system is inadequate to meet the requirements of the hospitals, the

basic rate structure should be raised. Drivers destined for the

hospitals could still be offered the lower rates through validation

of parking tickets in the hospital reception areas. If such a system

is required, however, immediate consideration should be given to

expanding garage capacity since the facility would be realizing a

sizeable profit."15

The consultants recommendation suggests a facility which provides visitor

parking nut only for the Medical Center, but also for the western section

of the campus, particularly the College of Engineering and the Southeastern

part of the College of Agriculture. Both of these colleges at present

suffer from lack of such parking.

The other proposed facility results from the parking problems associated

with the Wisconsin Union. These center around the basic conflict between

providing parking immediately adjacent to the facility (a matter of conven-

ience to the visitor) and functional campus expansion including traffic

control which relates to the costs involved in providing parking as a part

of the building construction.

The main arguments presented by the Union staff arguing for the first

approach are two: the number of complaints presented by visitors because

of a lack of closein parking; and secondly, the loss of business. caused

by the unavailability of convenient parking.

The Planning Section has analyzed a number of studies made by the Union in

support of their viewpoint. 1° Table X shows a summary of the Information

Booth reports for August through October of 1961. In evaluating the facts

it was understood that the Union staff preferred a situation where negative

comments about parking were not forthcoming and where requests for parking

would not have to be turned down. It is also evident that the attendant at

the Information Booth receives only a part of all complaints about the

parking situation because operation of this booth is limited to day time

only. Consequently, many complaints by those attending conferences, the

theatre, and banquet events in the evening are presented directly to

members of the Union and Wisconsin CevtPr StAffs, 17
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TABLE X

VISITOR'S INFORMATION BOOTH PARKING STATISTICS 1961

Total Parking Permits Issued

(Thereof Area 60 Permits)

Parking Permits Refused

TOTAL Parking Permits Requested

% Permit Requests Granted

Total of Typical Negative
Comments on Parking:

General

Lot 60

TOTAL

Parking Request for Space
to Park in Front of Information
Booth for pick-up or delivery

Total Number of Inquiries Made 3745* 3866

Total Number of People 2745 3077

July August September ....pctober

263 275 229 329

(141) (75) (32) (20)

28 45 20

291

90%

320

867

249,

92%

9 5 3

17 6 10

26 11 13

OS fa la 9

.11111==ir. AM.

21

350

947,

5753**

N. A.

1

7

8

10

2568

-2240

* No Information available about number of inquiries in regard to parking.

** Beginning of school year.

N. A.Not available
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However, data.shaws that, on the average, more than 90% of all parking

permit requests were met and that the number of recorded complaints is

very small 2nd should not be a cause for serious concern. Moreover, the

Union and the Wisconsin Center are currently operating at full padtiug

capacity and are contemplating expansion programs. Also, requests. for

parking in front of the Information Booth for pick -ups and deliveries

and to visit the theatre ticket office are insignificant. (In addition

to the months shown in the table, there were 17 requests for such parking

in January, 10 in February, 17 in March, 14 in April, 15 in May, and 4 in

June of 1961.) The statistics show no such requests for the months of

July and August.

For many years various proposals to provide the Union with convenient

parking have been 4iscussed. These include tha suggestion of constructing

a parking area on leike fill to the north of the Union, as well as con-

struction with a complete redevelopment of the area occupied by Journalism

Hall and the 600 North Park Building.

At the lake fill proposal is rightly cat of the question due to adverse

environmental effects, the parking ramp proposal is the only possible

solution for alleviating the parking situation at.the Union. However,

this proposal hinges on two major considerations: thl traffic and other

development problems related to a congested location, such as design and
construction difficulties because of the apparent necessity to redevelop

the site in stags, as well as the competing demands for space at this

central and environmentally unique location; second and most important,

the economic feasibility to provide a self amortizing parking facility

at the proposed site.

The problems in the first category can no doubt be solved. Unfortunately,

the outlook concerning the economic side is dim. If one uses the findings

of the Hospital parking study as a basis, the following picture emerges:

1. Because of a more complex design and construction problem, one
has to expect that the cost per car space would be at /east 50%

higher than at the Hospital ramp;

2. An estimated cost of $3,500 compared to $2,375 at the proposed
Hospital ..amp and at an estimated amortization :ate of approxi-
mately 4% over 25 years there would have to be an annual revenue
of $265.00 per year per car space plus an additional $35 to $45

to cover annual operating expenses. Assigned to faculty at a

cost of $60.00 per year, evening parking would have to provide

et least an additional $240.00. Assnning 100% occupancy each
day of the year, the evening rate would have to yield 66 cents
per space for each day. At 75% occupancy the evening rate would
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have to be 99 cents and at a more realistic occupancy assump-
tion of 50%, the charge would have to be $1.32 for evening
parking;

In the Hospital ramp feasibility study the consultant stated
that his conclusions were based on the assumption that no com-
peting facilities would be built in the vicinity of the proposed
ramp. Discussing the feasibility of a similar facility adjacent
to the Union one must remember that two major public parking
facilities already exist within short walking distance. One of
these, the Lake Street lotowill be expanded considerably this
year and the Draper Lot will be expanded in 1965. Both of these
facilities are part of the city's parking system and the charges
are accordingly low, only 5 cents per hour.

In view of the above factors, particularly the great difference in rates,
(15 - 25 cents at city facilities compered to $1.00 or more at a Union
ramp for evening parking) it seems rather doubtful that a ramp can be
constructed at the Union in the foreseeable future.

It is recommended that the following policles be established to guide
visitor parking at the University's Madison Campuo:

AS PART OF ITS TRAFFIC CONTROL PROGRAM THE UMVERSITY WILL PROVIDE

METERED VISITCR PARKING IN AREAS NOT ADEQUATM SERVED BY PUBLIC

PARKING FACILITIES. AS AN INITIAL STEP THE FOLLOWING FACILITIES

SHOULD BE PROVIDED FOR VISITOR PARKING:

1. A PWRKING RAMP IN= BLOCK BOUNDED BY =maxi AV ENUE,

RANDALL AVENUE, JOHNSON STREET AND ORCHARD STREET OR TIlE

IMMEDIATE VICINITY THEREOF TO SERVE THE MEDICAL CENTER, Tas

COLLEGE OP DIMMING, THE EASTERN PARTS OF THE COLLEGE OF

AGRICULTURE CAMPUS AND THE SOUTH PAMPUS AREAS TO THE WEST OF

CHARTER mar.
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2. METERED VISITOR LOTS AT THE GATE ENTRANCES TO THE CENTRAL

CAMPUS (L 'a 31, LOT 8, AND A NEW SMALL LOT AT THE CHARTER

STREET ENTRANCE. )

0 Wire TrItT1711 'Zil A /WM erre A 1.11. ?tam mew. rat ro am a AMA ger Irftel vs nra ?mem ....rm.%4 e 110 .11. .1.16M.7 XstIswo a. a sTillai AIX 1 I 8 X Sail 311. 1 gh7 AV 0 le& i 4.04.7 X Vt% Jr CAM AMU 0

LONGER MN ONE DAY CAN BE GRANTED FACULTY PERMITS IN

ACCORDANCE WITH THE RULES AND REMPLATIONS GOVERNING THE

ISSUANCE OF SUCH PERMITS AND UPON PAYHENT OF A PRORATED FEE.
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4. Business and Service Vehicle Parkin

The increasing number of business and service vehicles is occupying
more and more parking space on the campus. There are several cate-
gories of vehicles in this general group exclusive of the University's
own service vehicle fleet. Basically, two main categories can be dis-
tinguished. One of then consists of clearly identifiable special
service or maintenance vehicles, such as post office and telephone
company vehicles. The other group includes mainly passenger cars and
station wagons such as official cars of various governmental agencies
or the cars used by business corporations.

Business vehicles can be controlled if they are limited to loading and
special business and official vehicle zones only. Presently zones in
the latter category do not exist. Therefore, it is recommended that a
number of such zones be established in selected parking areas servicing
sections of the campus. Business permits would than be restricted to
loading zones and these special zones only.

ALL PARKING AREAS WITHIN THE GATE CONTROLLED AREA. ARE TO HAVE

30-MINUTE LOADING ZONES. THE NUMBER OF SPACES IN EACH ZONE AND

THE MANNER OF CONTROL SHALL BE DETERMINED BY THE DIVISION OF

PHYSICAL PLANT.

A SPECIAL BUSINESS PARKING PERMIT IS REQUIRED TO PASS THROUGH

THE GATES WITH THE EXCEPTION OF EXTERNALLY MARKED PUBLIC UTILITY

VELICLES.

FOR THOSE AREAS NOT INCLUDED WITHIN THE GATE SYSTEM, A BUSINESS

PARKING PERMIT IS ALSO REQUIRED FOR EACH VEHICLE, INCLUDIMG FEDERAL0

STATE AND MUNICIPALLY OWNED VEHICLES, EXCEPT EXTERBALLY MARKED

PUBLIC UTILITY VEHICLES AND EXCEPT IN PARKING AREA 60 AND SUCH

OTHER PARKING AREAS CONSTRUCTED IN THE FUTURE TO SERVE A LIKE

PURPOSE. THESE PROCEDURES ARE TO BE ADMINISTERED BY THE DIVISION

OF PHYSICAL PLANT.
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5. Studentlarlacin
, 4r r

The problem of student cars has for years been a controversial issue at

many colleges and universities. This problem has, three basic aspects;

one, is the problem of students driving their cars on the campus and on

surrounding streets leading to considerable increases in vehicular traffic

wslitirnee; a second 42 neornight parking and Storm of these vehicles at

student residences; and, the third is the problem of providing daytime
parking for student cars on or near the campus.

The severity of these problems varies from campus to campus. It depends

on such factors as: the character of the institution with respect to its

academic programs; whether it is a commuter college or a predominantly

residential university; the composition of the student body; the size

of the community within which it is located; and the physical relation-

ship of the campus to its surroundings and the city as a whole.

Various attempts have been made all over the country to solve or alleviate

the problems created by student cars. Among these are euch admielstrative

measures as imposing various kinds of bans on student car ownership,

limiting student driving on campus, not providing parking for student.

cars, etc. In most casesthe results have not been satisfactory either
because of difficulties in enforcement, or because of the great number

of special cases requiring deviation from the regulations. However, tha

issue cannot be evaded in the hope that it will take (=see of itself..

some means of- tegulating the use of student ears on the Madison Campus

have been in effect for some time. For example, students are required

to register their vehicles with the Department of Protection and Security

and are not allowed to drive on campus roads between the hours of 7411,

and 5 PM, Monday through Friday, and 7 AM to 12 noon Saturdays.

The problem of student cars must be viewed from several aspects, all of

which have an impact on the problem and conversely, any policies regarding

student cars will have an implication upon these factors. These are cosh

position of student population by ages sex, marital status, academic

standing, locational distribution of student residences and type of hous-

ing. First, however, the University should establish a basic attitude

toward the problem. This must be directed toward answering the funda-

mental question of whether or not the University should impose . complete

ban on ears for all students or a segment of the student population (by

age, sex, or academic standing), This question is not au easy one to

answer. It must be considered in the light of cultural, social, economic,

and tLN some extents political considerations.

-r7
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The autrAsobile is a new phenomena but one already firmly grounded in our
20th Century civilization. It has become the symbol of the individual's
freedom of easy movement over large areas and long distances. It is a
status symbol and the convenience factor attached to its use has become
the overriding factor in the public eye. These must all be considered
when evaluating traffic problems and formulating solutions.

Contemporary society has recognized that certain restrictions must be ler
posed on the use of the automobile. These include, in addition to traffic
and parking regulations, the licensing of the vehicle, taxes on fuel to
defray the cost of the facilities required for automobile use such as
highways and the licensing of vehicle operators. However, society has
seen fit to grant drivers licenses to persons 16 and 17 years of age.
Thus, most students entering college have enjoyed the privilege of driv-
ing and have had thoir parents' consent in doing so. Therefore, it seems
Tether inconsistent if this privilege is revoked by a temporary custodian
(the University) at a time when a student enters a more advanced stage in
life.
Oa the other han.d, society ie becoming more aware of the economic eon-
sequeneses of unlimited automobile use and the tremendous public costs
involved in pzoviding facilities for the private automobile. Today it

is commonly accepted vhat the automobile user should, pay a fair share

for the provision of thae facilities. With respect to parking, it is

expected that the user should pay the total cost. Through taxes on

gasoline, the autotntile already pays its share of circulation facilities.

The political aspects of the student car problem are two fold. One
relates to the possibility that a total "r partial ban of student cars
might generate adverse reactions among parents, alumni, and other outside

groups culminating in a storm of negative publicity. This, however= is

of lesser importance than the consequences of a no-ban policy on eity-

university and neighborhood-university relationships. On several occa-
sions city officials have indicated that they would welcome some further
restrictions on student cars in Med-Lson. lu Also, members of the City
Council and residents of the University neighborhood have inquired about
restrictions affecting student cars and indicated that they would favor

further restrictions.

One approach to these latter pressures is to assume that they are valid

and that restrictions of one kind or another should be imposed. A more

logical approach is to analyze the impact of alternative bans on student

cars on the total traffic situation in and around the campus. To accom-

plish this, the following factors must be taken into account; be com-

position of student population by standing, sex and marital the
location of student residences by area and type, the incidence of car



ownership in various student groups and the fact that certain exceptions
to eny ban would have to be made.

Table XI shows the composition of the sWdent population by standing and

sex for the past 6 years avid projections for 1967 and 1975. The signifi-
cance of this table is that it shows a great increase in women students,
particularly undergraduates. In 1975, the umber of women'probzbly will
be equal to the te.ix-sUer of men. Sec=4., it shows s. shift to a
greater percentage of graduate students out of the total student popula.,
Lion.

Table XXI shows ;enrollment by marital status and sex. Hem it is import-
ant to notice the relative decrease in married' men as compared to the
increase in the number of married women' attending and projected to attend
the University.

Table Ian shows enrollment by origin of residence, It Ls important to
note that Madison residents. comprise about 2n of the total enrollment
and that this percentaget as well as that of the rest of Dane County,

has increased slightly during the six year period. On the other hind,
enrollments from the counties surrounding Dane have decreased, resulting
in a nearly constant percentage of students coming from commuting dia..

tences. From a car ownership point of view it is most 1,mportant to
notice that the remainder of the state is losing in relative importance
as student contributors and that this loss is picked up by students com-
ing from other states and foreign countries. Also, it is of significance
that the greatest number of out-of -atate students (eueept Illinois) is at

the graduate and professional school le7e10

In addition, the trends in the types of student accommodations must be

analyzed. Table XIV shows student housing statistics by housing types
and sex and marital status for the past 12 years. This table and the
findings presented in the recent report on student housing 19 indicate
important shifts in student housing patterns all of which have an impact
on student car ownership. Two of these shifts are:

"Iv, 1946, for example, 1615 single men (16%) lived in university

Residence Halls, almost 5000 (50%) in nom-institutionally owned

reaming houses and private homes; by 1960, the number in Residence
Ittlis had increased to 2325 (24%) and only 2445 (26%) remained in
roomtng houses and homes throughout the city.""

"The mast significant shift in all student categories over the past
decade and a half, has been a tremendous increase in spartment'occupancy
4. from 1/3 to 2/3 of the married atudents,..from 7% to 13,-; of the
single women and virtually 0% to 25% of the single men. Importantly,
this shift occurred during a period iv which total enrollment reached
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1956 7.

Freshmen

oupuvualav

Junior

Senior

Special

Men 2067 12.8
Women 1291 8.0

TOTAL 3358 20.8

114r. 2179 13.5

Women 1098 6.8

TOTAL 3277 20,3

Men 1990 12.4

Women 759 4.7

TOTAL 2749 17.1

Men 2023 12.6

Women 854 5.3

TOTAL 2877 17.9

Men 16 .1

Women 29 .2

TOTAL 45 .3

Under-
graduate

Hen 8275 51.4
Women 4031 25.0

TOTAL 12306 76.4

Professional Men 785 4.9

Women 31 .2

TOTAL 816 5.1

Graduate Men 2478 15.4
Women 499 3.1

TDTAL 2977 18.5

Prof. & Grad. Men 3263 20.3

Women 530 3.3

TOTAL 3793 23.6

Grand Total Men 11538 71.7

Women 4561 28.3

TOTAL ENROLLMENT 16099 100.0

TABLE XI

ENROLLMENT BY STANDING AND SEX

1958 %

2015 11.8

1373 8.0

3388 19.8

191-0 11.1

1106 6.4

3046 17 ©7

1933 11.3

861 5.0

2794 16.3

2101 12.2

901 5.3

3002 17.5

31 .2

50 .3

81 .5

8020 46.8
4291 25.0

12311 71.8

819 4.8
29 .2

848 5.0

3258 19.0

728 4.2

3986 23.2

4077 23.8

757 4.4

4e34 28.2

12097 10,6

5048 29.4

17145 100.0

1960 7. 1962 % 19671 %

2532 13.5 2476 144 4267 11.2

2075 11.0 2140 9.8 3694 9.7

4607 24.5 4616 21.2 7963 20.9

91141 11 _6 2497 11.5 4224 11.1

1520 8.1 1875 8.6 3414 8.9

3701 19.7 4372 20.1 7634 20.0

1907 10.1 2278 10.5 3688 9.7

935 5,0 1357 6.2 2599 6.8

2842 13.1 3635 16.7 6287 16.5

1750 9.3 2056 9.5 3425 9.0

840 4.4 1106 5.1 2106 5.5

2590 13.7 3162 14.6 5531 14.5

160 ,9 170 .8 265 .7

69 .4 111 .5 250 .7

229 1.3 281 1.3 515 1.4

8530 45.4 9477 43.3 15871 41.7

5439 28.9 6589 30.3 12059 31.6

13969 74.3 16066 73.9 27930 73.3

760 4.0 776 3.6

36 .2 29 .1

796 4.2 805 3.7

3250 17.3 3751 17.3

796 4.2 1111 5.1

4046 21.5 4662 22.4

4010 21.3 4527 20.9 7790 20.4

832 4.4 1140 5.2 2381 6.3

4842 25.7 5667 26.1 10171 26.7

12540 66.7 14004 64.4 23661

627] 33.3 7729 35.6 14440

18811 100.0 21733 100.0 38101

Sources: U. W. Enrollment Repokta

'Projections 1967: U. W Office of Institutional Studies

2
Projectiot-A 1975: U. W. Department of Planning & Construction, Planning Section

62.1
37.9

1973
2

41841 73.2

15285 26.3

100.0 57126 100.0;
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e.r Single Men
"duate

Single Women

SINGLE TOTAL

Married Men

Martied Women

MARRIED TOTAL

1111116111.1...O.NIM../..111-

Et Single Men

Single Women

SINGLE TOTAL

1ALS

Married Men

Married Women

MARRIED TOTAL

TABLE XII

ENROLLMENT BY MARITAL STATUS AND SEX

1956 7. 1958

6955 43.2 6762

3817 23.7 4041

10772 66.9 10803

1320 8.2 1258

214 1.3 250

1534 9.5 1508

1616 10.0 1879

419 2.6 525

2035 12.6 2404

11.111111111011

1647 10.2 2198

111 .7 232

1751, 10.9 2430

......m.r.m........~11111111F JIMNIsmera.,..

Single Men

Single Women

SINGLE TOTAL

70 1960

39.4 7567

23.6 5153

63.0 1;i720

7,3 963

1.5 286

8.8 luia

1130 1943

3.0 579

14.0 2522

8571 53.2 8641

4236 26.3 4566

12807 79.5 13207

12.8 2067

1.4 253

14.2 2320

50.4 9510

26.6 5732

77.0 15242

..1.1111111.3111111MONIMUmpailmbs....1=11=1111111..

Married Men 2967 18.4 3456 20.2 3030

Married Women 325 2.0 482 2.8 539

MARRIED TOTAL 3292 20.4 3938 23.0 3569

-urce: U. W. Enrollment Reports

.4A67 Projection by Office of Institutional Studies
1

50

7. 1962 7. 1967 7.

40.2 8552 39.3 14575 38.3

27.4 6215 28.6 11335 29.7

67.6 14767 67.9 25910 68.0

5.1 925 4.3 1296 3.4

1.5 374 1.7 724 1.9

6.6 1299 6.0 2020 5.3

10.3 2274 10.5 3923 10.3

3./ 788 3.6 1622 4.3

13.4 3062 14.1 5545 14.6

11.e 2253 10.4 3867 10.1

1.3 352 1.6 759 2.0.

12.3 2605 12.0 4626 12.1

.111111110111.111MMINI.

50.5 10826 49.8 16498 48.6

30.5 7003 32.2 12957 34.0

81.0 17829 82.0 31455 82.6

16.1 3/78 14.7 5163 13.5

2.9 716 :$.3 1483 3,9

19.0 3904 18.0 6646 17.4



TABLE XIII

ENROLMENT BY ORIGIN OF RESIDENCE

1956 7. 1958 % 1960 7. 1962 %

City of Madison 3096 19.2 3546 20.7 3730 19.8 4372 20.1

Rest of Dane County 380 2.4 435 2.5 431 2.3 563 2.6

Madison Region* 1249 7.7 1310 7.6 1358 7.2 1491 6.9

REGIONAL SUBTOTAL 4725 29.3 5291 30.9 5519 29.3 6426 29.6

(Representing approximately
1 hr. commuting isoline)

VAI.1.1.1.1.01

Rest of Wisconsin 7789 48.4 7646 44.6 7627 40.5 8459 38.9

Illinois 1031 6.4 1223 7.1 1746 9'.3 1930 8.9

Other States and
U. S. Territories 1992 12.4 2336 13.6 3116 16.6 3975 13.3

Foreign 562 3.5 649 3.8 603 4.3 935 4.3

M/MNOMBIIIMPPIN.IM.,1=PORM....111011

TOTAL 16099 100.0 17145 100.0 18811 100,0 21733 100.0

* Rocks Jefferson, Dodge, Columbia, Sauk, Iowa, and Green Counties.

Source: U. W. Enrollment Reports
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a post-war peak, dipped during the early 1950's, and returned
by 1960 to almost the same level as that registered in 1946.
The net result has been an increase of 150 %'n the number of
Wisconsin students living in apartments. 44

What picture emerges from an analysis of the above statistics? How

would restrictions on car ownership and use improve present conditions
with respect to traffic and parking?"

To answer tne first question, the chanes in student's housing are impor-
tant. The great increase in apartment living is causing a dispersal of
student residences to all parts of the city. In 1958 about 667. of the

total student population resided within walking distance of the instruc-

tional campus. 4 It can be estimated by taking into account the housing
statistics for 1962 amd the impact of campus expahsion, as well as the
development trends in the area surrounding the campus, that at present
the percentage of students living within walking distance had declined
to 60a or less. A shift is therefore occurring in the deism': for park-
ing in the campus area from a demand ior storage parking for student
vehicles, to be used only during weekends and occassional evening trips,
to more and more day time parking for students using their automobiles
for travel between their place of residence and the campus.

To answer the other question, one must first of all assume that under
no conditions could a ban on student automobiles include the cars of

graduate students. Therefore, about one third of all student automo-
biles would not be affected by such a ban. (Table XV). It is important

to point out that about 70 - 757. of the graduate students have or will
have faculty appointments and that the automobiles of this group have
been included in the previous discussion of faculty and staff parking.

Within the undergraduate group, the following car ownership characteris-
tics can be established:

1. The incidence of car ownership increases with more advanced
class standing from about 1 car for every 3 students in the
freshman year to 1 car for every 2 students in the senior
year (Table XV);

2. The total number of cars in each class group is about equal
because of the decline in the number of students in the more
advanced groups, (Table XI and XV);

3. There is a higher incidence of car ownership among men than
women students. The Division of Residence Halls recommended
that in planning the new dormitory areas a standard of 25
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car spaces for every 100 men, but only 10 spaces for every
100 women be used. 43 Cat registration statistics show a
much greater difference. For instance, in 1956 women
counted for only 5% of the total number of cars registered. 44
The recent student lining cost and expenses study2) indicated
that at the undergraduate level 21.7Z of resident and 19.8% of
nnn*rmalelmnil. maim' AmummA Aft Aft t^..bile r to 44% of teal=
dent and 3.0% of non-resident women.

4. Madison and Dane County residents register more cars per 100
students than students from other parts of the state. The
lowest car registration incidence is logically in the group
representing other states and foreign countries. 26 (It is
probable that many students in the first group register their
parents' care in order to protect themselves against violation
of University regulations in case of an incidental use of
such cars.)

Enrollment trends indicate that in the groups representing the lowest
car ownership, rates are increasing more rapidly than in the single
men and married men junior-senior groups. This accounts for the high-
eat car registration rate at the undergraduate level.

This factor and the Inevitable fact that a great number of exceptions
would have to be made to any regulation banning undergraduates from
bringing cars to, and using them in, Madison must be kept in mind when
discussing the merit& of a ban. For instance, it is safe to assume
that if cars would be banned for undergraduates, only about half of
the cars registered by this group (some 3,00 vehicles) would be elimin-
ated from city streets and parking areas. This is based on the assump-
tion that such groups as married students, disability cases, commuting
students from areas without public transportation, and students who need
a car for their work outside the University will be granted permits to
use their cars, as well as the fact that car ownership in these groups
is higher than in the total group. In addition, parent's cars registered
by Madison and Dane County residents will not disappear from the city.

If the ban would affect the freshmen-sophomore group only, there would
probably be lesser need to grant exceptions. However, the car ownership
ratio in that group is much lower so that only about 2,000 cars would
have been eliminated out of a total of 9,300 if restrictions had been
enacted in 1961.

Therefore, if the conventional approach of banning student cars at the
undergraduate level is warranted, it probably will result only in a 20
to 30% decrease in student car registrations. In addition, the enforce-
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sent of such a ban on a city wide basis will be rather difficult. It is

also quite likely that a much greater percentage of illegal car use would

occur than under present regulations (the Director 3f the Department of

Protection and Security estimates that currently 15 to 20% of student

cars are not registered). Therefore, it seems desirable to explore other

more positive approaches to the problem than the negative approach in-

herent in a ban of student cars.

It was pointed out earlier than. rtle privilege of automobile use must be

combined with an understanding its consequences in terms of the cost

of its use to the public. in the preous sections, dealing with faculty,

staff and visitor parking, the provision of parking facilities was

related to cost, user benefit, and true need. It seems reasonable to

discuss the problem of student cars in similar terms. In other words,

the s ident using his car should not expect any subsidy from the Univer-

sity or the community which would help defray the true cost of owning,

operating and storing an automobile.

Student car problems can be broken down into the following categories:

1. The moving vehicle:

a. the "journey to work" traffic from home to campus and back.

b. shopping and other traffic.
c. entertainment and recreation traffic evenings and on wedk-

ends.
d. on-campus traffic.

2. The parked vehicle:

a. at a residence outside the campus neighborhood - primarily

night time parking.
b. at a residencll on campus or in the campus neighborhood -

primarily storage parking as these vehicles often are used

only for occassional evening trips or on weekends,

c. commuter parking of vehicles used for trips to and from the

campus.

Below is a brief analysis made of each of these problems along with sug-

gested solutions.

The "journey to work" traffic of student vehicles (except for those grad-

uate students holding faculty appointments) differs considerably from the

general home to work traffic. These differences are in both hourly volume

structure and in peak hour characteristics. The studies on student cir-

culation on the Madison Campus made in 1958 and those conducted for the
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Milwaukee Campus indicate that student arrivals to the campus take place
at a gradually accelerating rate up to the 9:55 AM class hour. At this
time the highest arrival rate occurs, with only occassiona/ arrivals
thereaftet. Departure from the campus begins at the noon hour with peak
departures occurring after the 1:20 PM and 2:25 PM classes. The peak
hours of student travk.: to and from campus occur, therefore, after the
general morning rush hours (7 to 9 AM) or before the afternoon rush
hours (4 to 6 PM). A ban ou student automobiles would only reduce rush
hour congestion in a minor way.

Because of the scarcity of parking available to commuting students in
the campus area, and the remote loc tion -- Lot 60 where the University
presently grants student permits, c.rs generally remain in their respec-
tive parking spaces for the duration of the student's stay on campus.
During the day few cars leave the space they occupy for occasional shop-
ping or other trips. The number of daily trips by student cars is less
than those of the average passenger vehicle.

Entertainment and social trips on evenings and week-erds bring out a
number of cars whicn are stored. The majority of these trips originate
in or are destined for the areas of heavy concentration of student resi-
dences on the campus and its surroundings, thereby resulting in higher
than average evening and weekend volumes in the campus area. Because
of its location and surrounding land use characteristics, the campw
neighborhood is an area of heavy traffic loads during regular work day
hours as well. For this reason evening and week-end traffic is not
creating new problems. Rather, it is :7ortunate that this special traffic
occurs in an area equipped to handle heavy loads of regular daytime
circulation.

On the central campus the use of sildent cars during the k.)rking day has
been prohibited for several years. This ban did not eliminate the
problem of increasing vehicular traffic circulation, alflough it certainly
resulted in a reduction in the total number of vehicles on the roads of
the central campus. The recommendation to control access to the central
campus for all unauthorized vehicles will not eliminate the need for
continuing the present student restrictions.

The above analysis of moving traffic indicates that full or partial pro-
hibition on the use of automobiles by students will have very little im-
pact on traffic flow in the City of Madison in general, nor will a ban
improve the situation in the campus neighborhood enough to warrant re-
strictions.

It is generally recognized that the problems created by moving auto-
mobiles can be solved much more easily than those resulting from standing
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vehicles. Unfortunately, the solution to the problem of parking is not

automatically solved by providing more and more parking. It is only at

destinations where the demand is constant and where each potential driver

can be assured a parkiLg space at reasonable cost that the solution is

a matter of simple arithmetic. In congested areas of varying peak demands,

h'Iher facility costs and alternative transportation modes, where parking

can be provided only on the basis of assumptive design factors, each

parking facility generates demands beyond its capacity. The consequence

is u snowballing chain reaction which can continue ad absurdum.

Only recently recognition has been given to the fact that 'f ten ia con-
gested central city locations, the approach to the parking problem lies

in the opposite directions that less parking, or no parking, is the

only sensible solution. If the destination has a strong pulling power,

and its economic roots are firmly embedded as in the lower and central

parts of Manhattan Island or, as in the ,case of the Madison Cam;us, it

caters to a captive audience (the students) and where alternative modes

of transportation are available, a no arking policy is a feasible solu-

tion.

If such a policy is applied to the Madison Campus, the following situation

would arise:

1. Commuting students would compete for public parking spaces with

visitors to the University as well as othes conducting business
in the various campus surroundings.

20 Students living st Residence Halls would not bring cars to
Madison or they would have to rent private storage parking or
try to store their cars at the curb on street:.

3. For students living in private accommodations and not using

their cars for travel to and from the campus, there would be

no change from the present situation.

However, if taken, with a number of other measures, the "no student parking"

policy could result in a workable solution:

1. The regulation requiring registration of all student-operated
prt-ate vehicles in Madison rennin in force;

2. Except for hardship cases entitling the permit holder to apply

for a fee parking permit in faculty-staff areas, (Lot 60 or other

peripheral areas) all student vehicles would have to carry clear

identification stickers on both rear and front bumpers;
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3. Student vehicles would be subject to the game fees and charges

as .thee vehicles. In addition, a registratio fee of $.50

would be charged for all permits issued under above;

4. Student vehicles would not be allowed to park in University

provided visitor parking facilities during the hours from

7 Ail to 5 PM;

5. Free storage parking for students in Lot ea will be abolished;

6. Fines should be increased from the present token amounts to a

more realistic level so as to provide an effective deterrent

to potential violators.

A supplementary policy is also required pertaining to vehicles owned by

students residing in University housing and in other organized housing

units. Because of proximity to the campus proper, the problem consists

primarily of storage perking for vehicles not in regular use. Consistent

with a no-parking policy for commuting students, parking should not be

provided at these accommodations, especially by the University. It is

therefore suggested that the Residence Halls parking system be abolished

and made part of the general faculty-staff system and that no student

parking be provided in new dormitory areas. Since living at Residence

Halls must be considered a privilege and is econcnicaliy advantageous,

and sine the provision of parkiag at new halls substantially increases

the cost to all etudeats, no subsidized parking should be provided for

a minority of the total population in these facilities Hammer, students

bringing their cars to Madison shall show proof that they have made,

arrangements to have their cars stored in off-street parking facilities.

A similar situation exists at fraternities, sororities, and other approved

and organized living units. Although these units are not under direct

University management, the University does control the living conditions

in these units; perhaps more so than in the other private accommodations.

Furthermore, most of these units do not provide adequate off-street park-

ing for all of their residents, and most of them are located within walk-

ing distance from the campus. Consequently,it seems justifiable that the

University apply the same regulations to students living in such units

as those affecting students residing in University operated housing.

In other words, these students would also have to show proof that their

cars are stored off-street either at their residence or elsewhere.

To complemeat University parking policies, the city should continue its

restrictive curb parking program in the area surrounding the campus, and

when necessary, expand it. It is also desirable that no oversight parking

be permitted on streets in the area shown in the University's Sketch Plan
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as the joint City-University planning area. On-street night parking
permits could be granted to such residents in the area who are not single
undergraduate students and only in cases when off-street parking is not
available. An ordinance of tLis type is presently in force in Milwaukee
and has proven to be enforceable.

In contlusinni the following policiAs are recommended to govern and

regulate the use of student cars and parking at the MadisJn Campus,

POLICY NO. 22

1HE UNIVERSITY BELIEVES THAT POLICIES INVOLVING THE REGISTRATION,

IDENTIFICATION AND CONTROL OF THE CARS OF STUDENTS, AS STUDENTS,

SHOULD BE RECOMMENDED BY STUDENT GOVERNMENT WITHIN THE FRAMEWORK

OF THE POLICIES SET FORTH AS FOLLOWS:

POLICY NO. 23

THAT THERE IS NO OBLIGATION TO PROVIDE OFFSTREET PARKING FOR THE

STUDENT VEHICLE AND THAT PROVIDING SUCH PARKING IS THE STUDENT'S

OBLIGATION.

POLICY NO. 24

THAT THE BASIC MODES OF STUDENT TRAVEL TO /ND FROM CAMPUS SHOULD

EE BY FOOT, BY BICYCLE AND BY PUBLIC TRANSPORTATION EXCEPT WHERE

THE MOTOR VEHICLE IS THE ONLY FEASIBLE MEANS OF TRANSPORTATION TO

THE CAMPUS. ONLY IN THE LATTER CASE WILL THE UNIVERSITY PROVIDE

PARKING. APPLICATIONS FOR SUCH PARKING PERMITS SHALL BE ENDORSED

BY THE DEAN OF STUDENTS AND IN THE CASE OF GRADUATE STUDENTS, BY

THE DEAN OF THE GRADUATE SCHOOL. THE DIVISION OF PHYSICAL PLANT

WILL REVIEW THESE APPLICATIONS AND GRANT SUCH ?EUN1TS UPON PAYMENT

OF REGULAR PARKING FEES. GRADUATE STUDENTS HOLDIMS FACULTY APPOINT.

MEATS ARE ENTITLED TO APPLY FOR FACULTY PARKING PERMITS ACCORDING

TO THE RULES AND REGULATIONS GOVERNING FACULTY AND STAFF PARKING.
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HO STUDENT PARKING WILL BE PROVIDED AT UNIVERSITY RESIDENCE HALLS

FOR RESIDENTS THEREIN EXCEPT AS HERE ABOVE PROVIDED AND EXCEPT IN

14. MU Tin% CrIDVAIT WITIMING 4kortse; grist WILT. Tant Inimocrry ppri,rm-S

STORAGE PARKING FOR STUDENT AUTOWEILES IN ANY PARKING AREA UNDER

ITS JURISDICTION.

IT IS RECOMMENDED THAT THE EXISTING PENALTY STRUCTME BE RESTUDIED

SO AS TO PROVIDE A MORE EFFECTIVE DETERRENT TO POTENTI41. TIOLATO.O

TO SUPPLEMENT ITS PARKING POLICIES, THE UNIVEP..SITY SUPPORTS RESTRIC-

TIVE CITY PARKING PROGRAMS IN THE CITY - UNIVERSITY PLANNING AREA AS

OUTLINED IN THE UNIVERSITY'S SKETCH PLAN.
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1

The Implementation Program

The policies recommended in this report can be divided into two broad

categories. First, there are policies which reflect a basic attitude

to the problem in general and define the University's long-range goals

and development objectives. The other group represents action oriented

statements which, when implemented over time, will lead towards achiev-

ing the policies in the first group. Consequently, it follows that the

general objectives can only be attained if there is a program for effec-

tuating the latter.

Below is outlined an implementation program which recommends a sequence

for the various steps to be undertaken, as well as the financing of the

proposals. Finally, a recommendation is made to assure that the problems

relating to circulation and parking in the future not be studied and dis-

cussed on an ad hoc basis, but be given continuous comprehensive atten-

tion by the Campus Planning Committee and those University Departments

whose task it is to plan, manage, and control them.

1. General Policies

It is recommended that the Campus Planning Committee, the Administra-

tion, the Board of Regents, and other such groups as the Administration

deems necessary approve the following policy statements as representing

the University's view on circulation and parking:

Policy 1 page 8

2 page 9

7 page 13
13 page 23
18 .page 28
22 page 60

2. The Traffic Control Plan

It is recommended that in addition to the policies stated in Section IV,

of this report, the Pedestrian Circulation Plan (Map 2) and the Vehicular

Traffic Control Plan (Map 3) be approved.

Specifically it is reommended that the following policy be implemented

beginning September 1, 1965.

Policy 9 page 16,

It is further recommended that the Administration advise the City of

Madison of its circulation policies and request an early consideration

of the suggestions made in Policies No. 10, 11, and 12, on pages 18,

19, and 20.
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3. The Parking Plan

It is recommended that in addition to the parking policies in Section V,

of this report, the Parking Policies Plan (Map 4) be adopted.

With respect to visitor and business vehicle parking, it is recommended

that immediate steps be undertaken to implement Policy No. 20, and that

Polity No. 21 be effectuated as o September 1, 1965.

It is also recommended that the student parking Policies Nos. 23-26 be-

come effective at the beginning of the academic year 1965-1966, and thattt

negotiations with the city be initiated to implement the recommendations
of Policy No. 27.

4. ginansing,of the Plan

The underlying philosophy of this report stresses that the automobile

owner and driver should bare the cost of the needed facilities. For

this reason it is impossible to isolate one of the problems created by

the automobile from another. The total must be discussed and evaluated
as a comprehensive system in which one activity may finance another as

long as both are part of the system. On the Madison campus, bus service

and faculty and staff parking have been a oonnected system. On the other

bands such operations as Residence Halls parking, Hospital parking, and
traffic control have been separate entities.

To coordinate all these various aspects affecting circulation and park-

ing and to provide a more equitable way of financing them, it is recom-
mended that:

a. Control over circulation and parking be centralized in the

Division of Physical Plant;

b. The Campus Planning Committee be the body supervising imple-
mentation of the policies in this report;

c. A permanent technical, circulation and parking committee be
established to advise the Campus Planning Committee in these

matters;

d. A general revolving circulation and parking fund be estab-
lished for financing certain aspects of the implementation
of this program for which funds would otherwise be difficult

to obtain.

63



T
A
B
L
E
 
X
V
I

P
A
R
K
I
N
G
 
C
A
P
A
C
I
T
Y
 
A
N
D
 
F
U
T
U
R
E
 
D
E
M
A
N
D
 
(
P
O
L
I
C
Y
 
N
O
.
 
1
9
)
 
B
Y
 
C
O
N
T
R
O
L
 
Z
O
N
E
S

S
p
a
c
e
s

1
9
6
3
-
1
9
6
3

T
o
 
B
e

R
e
m
o
v
e
d

B
y
 
1
9
6
7

S
E
s
t
i
m
a
t
e
l

P
r
e
s
e
n
t

T
o
 
B
e

S
p
a
c
e
s

A
d
d
i
t
i
o
n
a
l

R
e
m
o
v
e
d

A
d
d
i
t
i
o
n
a
l

R
e
m
a
i
n
i
n
g

N
e
e
d
e
d

T
o
t
a
l

B
y
 
1
9
7
5

N
e
e
d
e
d

T
o
t
a
l

I
n
 
1
9
6
7

B
y
 
1
9
6
7

I
n
 
1
9
6
7
 
(
E
s
t
i
m
a
t
e
)

.
1
1
1
j
9
7
5

I
n
 
1
9
7
5

1
.

A
c
c
e
s
s
 
C
o
n
t
r
o
l
 
Z
o
n
e

5
9
9

3
6
4

2
3
5

0
2
3
5

0
0

2
3
5

2
.

L
i
m
i
t
e
d
 
P
a
r
k
i
n
g
 
Z
o
n
e

1
,
5
2
2

5
2
2

1
,
0
0
0

4
3
5

1
,
4
3
5

1
3
5

0
1
,
3
0
0

3
.

O
u
t
e
r
 
P
a
r
k
i
n
g
 
Z
o
n
e

1
,
6
0
7

1
0
7

1
,
5
0
0

2
,
3
3
0

3
,
8
3
0

0
3
,
8
6
0

7
,
6
9
0

4
.

L
o
t
 
6
0

1
,
3
9
0

0
1
,
3
9
0

8
1
0

2
,
2
0
0

0
0

2
,
2
0
0

m
ou

to
w

w
w

so
11

11
11

11
11

11
11

.1
1.

1
01

11
11

11
1M

IN
M

IIM
M

T
O
T
A
L

5
,
1
1
8

9
9
3

4
,
1
2
5

3
,
5
7
5

7
,
7
0
0

1
3
5

3
,
3
6
0

1
1
,
4
2
5



TABLE XVII

ECONOMIC ASPECTS OF CAMPUS PARKING AT SELECTED UNIVERSITIES

Operating Statistics

Approximate Range Annual Maintenance
of Parking Fees Income and

Operating

Annual Financirg
Surplus
Deficet

U. of Wisc.

U. of Illinois
(Proposed)

U. of Mich.

U. of Minn.

Ohio State U.

U. of Cal. at
Los Angeles

$12 - 36
per yr.

$32 - 75
per yr.

$25 per year to
.25 per day

$110 9s1: year to
.15 per day

$ 4 - 10
per yr.

$50 per year to
22 par wester
plus .50 per day

11). of Penn. $50 per year

U. of Wash. $40 per year to
.50 per day

$175,410 $105,888 $ 69,522

415,735 ADS. 01114110 Wide 41110

155,858 30,404 125,454

588,109 450,775 137,334

146,288 131,714 14,574

700;599 268,491 432,108

250,000 100,000 150,000

200,000 160,000 40,000

Parking Permit Fees

Bond Issues

Parking Receipts

Parking Receipts

Parking Receipts

Regent Loan and
FHA Financing

Parking Receipts

Parking Receipts

Sources:
harking, Programs fcr Universities, a report prepared by the University Facilit

Research Center with the Educational Facilities Research Laboratories, Inc.
(Madison: 1962) P. 26.
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The overwhelming financial problem is that of providing faculty and staff

parking. As can be seen from Table XVI by 1967, 3575 new spaces must be

provided. Of this total, only 810 spaces can be obtained by expanding

Parking Area 60 without overtaxing the bus systems capacity during peak

hours. Therefore, the greater share of parking must be provided else-

where. Consistent with the Sketch Plan, it ic recommended that these

additional 2765 spares be located in the Campus Expansion Area. Although

spaces is extremely limited in the Expansion Area, it is possible to pro-

vide the required parking spaces until 1967. After that date it will be

necessary to construct multi-deck facilities in order to meet the antici-

pated demands for 1975. As can be seen from Table XVI, 11425 spaces will

be needed in 1975 as compared to a total of 7700 spaces in 1967. To meet

this demand through ramp construction, a subsidized parking system will

be required. 27

However, the parking facilities required until 1967 can be provided with-

out a subsidy through a revision in fee schedules. It is promsed that

the new fee schedule to go into effect in September 1964. These fees

should be $72 per annum in zones 1 and 2; $60 per annum in zone; and $48

per annum in zone 4 (Lot 60). These figures, while substantially higher

than those now in effect, compare quite favorably with those prevailing

in other large urban universities. For example, the University of Min-

nesota currently charges up to $110 per year. Table XVII shows prevailing

rates at selected major urban universities.

The following financial plan is based on the fee schedule proposed above

and provides adequate revenues to finance the additional spaces required

until 1967.

Financial Plan Through /967

Land $1,320,000.

This figure is based on the assessed
value of the land times 2i.

Improvements

This figure is based on:

a. $150 per parking space for
2390 surface spaces. $358,500.

b. $2,000 per parking space for
750 above ground ramp spaces. $1,500,000.

c. $3,000 per parking space for
435 under ground ramp spaces. $1,305,000.

3,163,500.

TOTAL COST OF LAND PLUS IMPROVEMENTS $4,483,500.



Amortization and Interest Per annum $313,850.

Annual demand for amortization and
interest on $4,483,500 is at an
estimated $70. per $1,000.

AglAtagalAtaY 50,000.

Based on University experience.

Operation and Maintenance 80,000.

Based on University experience*

TOTAL COST PM ANNUM

Revenue Per Annum

Zones I + 2 -(1670 cars at $72 per car)

Zones 3 -(3830 cars at $60 per car)

Zont. 4 -(2200 cars at $48 per car)

$443,850*

$120240.

229,800.

105,600*

TOTAL REVERTE Pla ANNUM $455;600.

Surplus Per Anntmi $ 11,790.
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